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The Use of Backwater in the 
Design of Bridge Waterways 


BY THE DIVISION OF HYDRAULIC RESEARCH 
BUREAU OF PUBLIC ROADS 


No generally accepted method has existed for the design of bridge waterways. 
The determination of the length of a bridge over a stream has been left to the 


bridge engineer’s personal observation and experience. 


A comparison of the 


small number of bridge failures to the total number of bridges throughout the 
country attests to the commendable job bridge designers have performed with 


the limited design tools available. 


But, what proportion of these existing bridges 


are underdesigned or overdesigned from a standpoint of length and clearance? 
With many new bridges scheduled to be constructed under the accelerated 
highway program, this question deserves serious contemplation as to safety 


and economy. 
themselves. 


Given sufficient time, underdesigned bridges usually speak for 
In the case of overdesign, no reliable standards exist at the present 


time by which these structures can be judged impartially. 


Since the subject of bridge waterways is too extensive even for a condensed 
treatment, the context of this article is confined to a discussion of only one 
phase of the problem, bridge backwater. It contains a brief account of the prob- 
lem, the research results, the design information derived therefrom, and the 


application of bridge backwater to waterway design. 


The data presented are 


based on both experimental backwater studies using hydraulic models and 


field measurements. 


¥ 1954, a cooperative research project 
aimed at improving bridge waterway de- 
sign methods was initiated by the Bureau of 
Public Roads at Colorado State University at 
Fort Collins. To date, the investigations have 
centered on the determination of backwater 
produced by bridges (1, 2),’ scour at bridge 
abutments, scour around piers, and methods 
for alleviating such scour. Two research 
projects at the University of Iowa, sponsored 
by the Iowa State Highway Commission and 
the Bureau of Public Roads, have also con- 
tributed information on scour at 
bridge scour at bridge 


needed 
piers (3) and 
abutments (4). 

ridge waterway problems are diversified 
and complex, Which account to some extent 
for the limited progress made in the past in 
understanding and resolving this phase of de- 
sign. Because of the many variables involved, 
hydraulic models were used to serve as the 
principal research tool in all the work men- 
tioned in the previous paragraph. It is pos- 
sibie with models to hold a certain number of 
Variables constant while investigating the 
effect of others; then by systematically ro- 
tating the combination of variables in the test 
Program, holding some constant and allowing 
others to vary, it is possible to isolate the 
part that certain principal variables play in 
the tinal result. In addition to aiding in a 
bettcr understanding of the theory and me- 
thanjcs involved, the models are indispen- 
Sable since experimental coefficients are re- 


lie numbers in parentheses refer to the refer- 
€nees on p. 231. 
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quired which can be obtained in no other 
way. 
Experimental Backwater Studies 


record of the 
mental data, test procedures, and analysis of 


A comprehensive ex peri- 
results on bridge backwater studies appears in 
a report issued by Colorado State University 
(1). For those interested only in the design 
application, a booklet entitled Computation of 
Buchwater Caused by Bridges (2) is recom- 
This booklet contains design charts, 
an explanation of design procedures, and five 
practical examples. 


mended. 


Since the above informa- 
tion is available, it will be necessary to draw 
from it only sufficiently to understand the 
contents of this article. 

The manner in which flow is contracted in 
passing through a channel constricted by 
bridge embankments is illustrated in figure 1. 
The flow bounded by each pair of streamlines 
represents 1,000 ¢.f.s. It will be noted that 
channel constriction appears to produce very 
little alteration in the shape of the stream- 
lines near the center of the channel, while 
a marked change is evident near the abut- 
ments where flow from the flood plains enters 
the constriction. As the discontinuity is 
greatest in this region, it is apparent that 
areas adjacent to the abutments can be most 
vulnerable to attack by scour during floods. 
Upon leaving the constriction, the flow, which 
is concentrated in the central portion of the 
channel, expands at an angle of 5 to 7 degrees 
on a side until normal conditions are re- 
established downstream which may involve a 
considerable reach of the river. 


Reported by JOSEPH N. BRADLEY, 
Hydraulic Research Engineer 


Constricting the flow of a stream, of course, 
produces a loss of energy, the greater portion 
of this occurring in the reexpansion process 
downstream from the constriction. This loss 
of energy is reflected in a rise in both the 
water surface and the energy gradient up- 
stream from the bridge as demonstrated by 
a profile of this same crossing taken along 
the centerline of the stream (fig. 2). The 
normal stage, or water surface existing for 
a given flood prior to construction of the 
bridge, is represented by a straight broken 
line. The water surface for the same flood, 
with constricting bridge embankments, is de- 
noted by the solid line labeled water surface 
on centerline (W.S. on @). The water 
sur.ace is above normal stage at section 1, 
passes through normal stage in the vicinity 
of section 2, reaches minimum depth near 
section 8, and returns to normal stage a 
considerable distance downstream at section 
t+, where the original regime of the river has 
not been disturbed. The energy at section 
tis thus the same with or without the bridge. 
The energy at section 1, on the other hand, 
must increase to provide head to overcome the 
loss introduced by the constriction. The 
major portion of this energy increase is re- 
flected in the backwater, which is the vertical 
rise in water surface at section 1 (denoted 
by the symbol h* in fig. 2). 

Note that the drop in water surface meas- 
ured across the roadway embankment is not 
the backwater as is so often presupposed to 
be the case. The water surface as indicated 
in the central part of the channel at section 
3, which is essentially the water surface along 
the downstream side of the embankments, is 
invariably lower than normal stage, so the 
difference in level across the embankments, 
Ah, is always larger than the backwater h*;. 

It was found that the backwater to be ex- 
pected at a bridge for a given discharge is 
dependent on a number of factors. The more 
prominent of these are: (1) the degree of 
constriction of the channel; (2) the number, 
size, shape, and orientation of piers in the 
constriction; (3) eccentricity of the bridge 
with the low-water channel or flood plain; 
(4) the angle or skew of the bridge with 
the stream; (5) the type and slope of bridge 
abutments (important only for the shorter 
bridges) ; (6) the amount of scour experi- 
enced in the constriction; and (7) the type 
of crossing; i.e., whether a single bridge or 
two or more parallel bridges on a divided 
highway. Contrary to expectations, the 
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width of the abutment or roadway fill had no 


significant effect on the backwater. 


Without a reliable stage-discharge curve 
for the bridge site, a backwater study ean 
have but limited value. Also, a knowledge 


of the flood frequency and magnitude is re- 
quired in order to determine the design dis- 
for a the 
clearance (2). 

In spite of the number of principal vari- 


charge bridge and necessary 


ables just enumerated, the backwater expres- 
sion and the procedure for computing back- 
water, as developed from the experimental 
very realistic. <A 
some training in hydraulics should have no 
particular difficulty in mastering this phase 


studies, are person with 


of waterway design. 
An abbreviated form of the expression for 
computing bridge backwater follows : 


+ Mquation (1 


In this expression, A*, which consists of a 


combination of experimental backwater co- 
eflicients, is multiplied by a 
The 


seven 


velocity head. 
with the 
men 
tioned, while the velocity is computed with re 


overall coefficient A* varies 


geometric factors previously 
spect to the average water cross section under 
The re- 
mainder of the expression, which has been 


the bridge relative to normal stage 


omitted for the sake of simplicity, consists of 
the change in kinetic energy between sections 
1 and 4 (fig. 2) produced by alteration of the 
stream by the bridge. In many, but not all, 
of the cases this factor represents a 
portion of the total backwater. 
provided whereby the importance of this fae- 


small 


Guides are 


and omitted 
from the computations where permissible (2). 


tor can be readily recognized 
To present a general idea of the manner in 


which the expression for computing bridge 
backwater 


water 


(equation 1) operates, the back 
normal 


stream crossing, having wingwall abutments 


coefficient for a symmetrical 
Without piers or other complicating features, 
The 
coefficient Ky» (base curve value) varies with 
the degree of constriction of the channel VV 
and the type of abutment. The parameter V/ 
is the ratio of the quantity of flow which enn 
pass through the constriction unimpeded to 
the total discharge of the river. 
striction of the stream, WV=1 
cient is zero. 


may be obtained directly from figure 3. 


For no con- 
and the coeffi 
As the degree of constriction 
increases, M becomes less than unity and the 
coefficient Ay value. To illus- 
trate, the contraction ratio for the condition 
shown in figure 1 would be M=8,400/14,000 
0.60. If piers, eccentricity, or skew are in- 
volved, the effect of these factors is accounted 
for by adding incremental coefficients to the 
value obtained from the base curve which re- 
sults in an overall coefficient 


increases in 


K* Ky base) AK » (piers) 


{ AR 6 Gccentsiens) 1 Ak, skew) 


The values of the incremental coefficients 
for the effect of piers, eccentricity, and skew 
are obtained from charts prepared for that 
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Figure 1.—Flow lines of typical normal crossing. 


purpose. 
cedure 


A detailed description of the pro 
and the charts 
reference (2). 


can be found in 


Reliability of Model Results 


Since hydraulic models of bridges have defi- 
nite limitations, it was imperative that some 
means be devised to verify or disprove the 
validity of the experimental information. 
This was accomplished by applying the com- 
putational procedure, developed from the 
model studies, to existing bridges for which 


the U.S. Geological Survey had furnished 
field measurements obtained during floods. 


Reliable measurements on bridge backwater 
are extremely difficult to make in the field, 
but the drop in water surface across embank- 
(fig. 2). 
Model results showed a very definite relation 
existing between the drop in water surface 


ments, Ah, is readily measurable 


across the embankments, Ah, and the back- 
water, h*;, so model computations and pro- 
totype measurements are compared on 
basis of AA. 

A comparison of measured and computed 
values for several bridges varying from 20) to 
340 feet in length is presented in table 1. 
Columns 2 through 6 give the bridge length, 
flood discharge, average velocity under the 
bridge, the contraction ratio, and the com- 
puted backwater, respectively. The com 
puted and measured values of Ah are shown 
in columns 7 and 8, while the percentage (if- 
ference in each case is shown in column 9%. 
The differences range from —8.5 to +13 per- 
cent, the deviation being positive in six il- 
stances and negative for six with an average 
deviation of +2 percent. The deviation in ‘he 
majority of the cases is well within the error 
of field measurement. The experimental er 
ror of the model experiments is estimate as 


the 
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® results are shown in table 2 The normal 
° ! @) length of these bridges varied from 75 to 

w.S. ALONG ? 2,000 feet and included both wingwall and 
spillthrough type abutments. The faces of 
the abutments under the bridge were oriented 
parallel with the flow, as shown in figure 4. 
This is the most efficient skew abutment 
shape. Abutments with faces at an angle to 
the flow require more length of bridge. 

The ordinate in figure 4 is the ratio of skew 
length to normal length of crossing in per- 
cent, which is plotted with respect to the skew 
angle as abscissa and the contraction ratio 
i as a third variable. In the case of 14—1.0 
(no constriction of the stream), the skew 
length is simply L,/cos 6. With constriction 
if the stream, the ratio Ls/L, decreases with 
the value of M. 














APR AOPRSO OD TAN 0 ea y 





Figure 2.—Profile on centerline of stream. 





































































































comparable to the average deviation. Thus, effective waterway; i.e., produce the same What is occurring can be better understood 
- the comparison affords a satisfactory veri- backwater. This course of computation was by referring to figure 5. The ordinate is the 
tication. followed for seven existing crossings and the ratio of the projected skew length to the 
t 
{pplication of Backwater to Design . 
rine : | LILI 
Now that it is possible to compute bridge ‘ 
backwater with a fair degree of confidence, a 
to what practical purpose can this informa- 
tion be used in design ? 90° il |e [F: Vt Hy Al ab ! | | lew st oFe| | | ye 
1. It makes it possible to proportion bridges VERTICAL WALL itl ty rldtdd tl 
to operate during floodflows at a limited spec- 30° 
ified backwater. oniiibads WINGWALL 
2. It offers a fair means of settling claims 
involved in backwater damage suits insti- 
gated by upstream property owners. 
3. It makes it possible to understand and ee 
compute the hydraulics involved in cases 
where approach roadways can be overtopped 
during infrequent floods. 
1. It provides a large share of the neces- 
sary hydraulic information for a proposed 
economie analysis to determine the optimum 
design discharge and the most economical 
length of bridge. 
In the case of item 2, no acceptable method 
has existed for computing backwater pro- 
duced by bridges. Backwater based on field | | | 
easurements made by the novice was also t | | | 
CT. justifiably questionable. Thus, damage suits | — om 
) of this nature have resulted in indefinite de- t + Sy : 
lays or settlements have been made on con- | | | = 
siderations other than fact. The attainment “6 03 04 05 06 07 08 09 10 
ck- of a sound method of procedure for determin- M 
am aah ig Ret pepe sy hosed on Figure 3.—Backwater coefficient kK, for wingwall abutments (base curve). 
constitutes the ultimate goal in the present Table 1.—Comparison of computed Ah values with field measurements 
ted research program, 
) to ee o ; Drop across em- = 
L [| Application of Backwater to Length | Bits: | pase | Figutae | tabs | conaeuyn | tachyate, |____—T"__| alteane, 
sth, of Skew Crossing = - bridg — - Computed Measured a 
the = Ah Ah 
ym- A practical application to which the bridge (1) (2) (3 (4 5) (6 (7) 8) (9) 
m- backwater information may be used to ad- ; ~ xs , - — 
wn vantage can be demonstrated by comparing : 7 <4, Sk -. =e | we ae 
lif- the length and cost of skew bridges with the 2 st | 4, 840 6.8 85 .21 65 70 —7.2 
9. leneth and cost of equivalent normal cross- i & “5 240 8.6 60 103 ver | 60 3B 
per: ings, on the basis of backwater. The pro- > 3 a oe | 4 me “A “ — | —. 
in- cedure consists of choosing an existing normal 7 | 
: E : 7a 44 2, 620 7.8 . 66 63 1, 23 | ae 6.9 
rage Stream crossing and computing the backwater 7b 44 | 1,450 | 5.4 70 30) 66 69 | —4.4 
he Which the bridge will produce for a given ; bees 78 tao % 5 ‘= a ; - ce ons 
rror flood condition; then, holding stream condi- 7 R , = ( ae 1. 53 | 1.48 3.4 
er- tions constant, compute the length of equiva- 7 | i ee hee aie ui sii 
as lent skew bridges which have the same 


1 Deck girder immersed. 
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2.—Comparison of length and cost of skew bridges with normal crossings 












































Backwater coefficients | Velocity | Length | Cost 
Bridge Skew Contrac- | _ — a = | head, Backwater, Projected L.Cos @ (skew)/ (skew)/ 
identifi- angle, tion ratio, 7.2 AN bridge ies gna length cost 
cation degrees M Base | Piers Eccentric- Skew | Total | oe | length ” (normal) (normal) 
k» | Ak, ity AK, AK, K* | 
(1) | (2) (3) (4) (5) (6) (7) | (8) | (9) (10) (41) (12) (13) (14) 
| 
aie ~ =— — | ‘i eatin a aaah amacrine - ria a wrae ~ - ‘ a | ———— — 
Fe. Ft. Ft. | 
| 0 | 0.90 , @12 0.09 0.07 0 0. 28 1.70 0.76 340 1.0 | =61.0 1.0 
A 30 90 12 09 07 | —,02 . 26 1. 84 76 335 oe | 1.14 1, 22 
| 45 } 90 | 12 "09 oo ft we 125 Ls9 | 76 CO 330 i.) en ee ye es 
f 0 . 67 .48 | .04 15 | 0 67 | 1, 22 } . 89 2, 000 } 1.0 1.0 1.0 
B 30 . 665 50 | 05 15 a ae 65 1. 26 89 | 1,925 | . 96 1,12 1.18 
| 45 66 ‘51 | 106 wo | —o | 64 130 | "39 1900 «6©| 95 134 | 1.50 
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| 45 63 "56 ct SN eeerpate: | —.09 | 66 2. 90 2.18 so. | 92 1. 30 1. 50 
{ 0 62 60 03 16 | 0 7 ~6| (1.65 1.41 110 | 10 1.0 1.0 
D 30 . 62 . 60 04 14 | —.07 .73 | 1.79 1.41 1, 025 93 1. 08 1.15 
| ~@ 61 62 05 | 16 — | 72 1. 82 1.41 1010s 92 130 | 1.45 
| | | | | | 
| 0 . 53 92 a ee | 0 1. 00 | 1.11 1.19 | 630 1.0 1.0 1.0 
E 30 52 96 09 Crt -.19 | . 86 1,27 1.19 600 96 1.10 1.16 
| 45 51 | 100 | Be peerceen: | —.37 | 75 | 1.46 1.19 575 CO] 1.29 1. 42 
' 0 . 46 | 1.13 15 (| oo | oO 1.32 .67 .93 1, 075 1.0 1.0 | 39 
F 30 .43 16 } - 16 04 —.26 1.10 . 82 93 990 . 92 1. 06 1.08 
il 45 a | 1.21 ‘19 | 04 | =. 49 95 . 90 .93 925 . 86 1,22 1.31 
| | | | 
if 2 ae ee 0 } 12 | 9 | 1.05 75 1.0 1Oo)60O |i 
G 30 44 108 | Ce) eee } —.25 | 91 1.09 1. 05 69 92 106 | 1.12 
I # | c@ | 1M “09 | ae | | "2 0—Ctid| 1. 05 64 "86 120 | #134 
normal length while the other two parameters served in the course of the model studies that low-water channel about 700 feet across, 


remain unchanged. For M=1.0 (no constric- 
tion), the ordinate is 1.0 for all angles of 
skew. With constriction of the stream, the 
projected skew length, required to produce 
the same amount of backwater,. is shorter 
than the normal bridge length. This char- 
acteristic is to be expected, but the actual 
relationship has been until now entirely a 
matter of conjecture. The curves in figures 
4 and 5 offer actual values which may prove 
useful in design. 

A plot relating the cost ratio in percentage 
of skew to normal crossings for the same 
bridges is presented in figure 6. Again the 
parameters are the same except for the ordi- 
nate. The consistency is not of the same 
order found in the length curves since it was 
necessary to adjust span lengths and provide 
additional piers for the skew bridges. Also, 
the higher unit cost of skew construction and 
the increased length of embankments were 
considered. The cost was affected to a 
greater extent than the length by these fac- 
tors. The criterion for determining span 
lengths for the skew crossings consisted of 
balancing the cost of superstructure against 
the cost of piers on an equal basis. The 
increase in cost of superstructures per square 
foot was assumed to be 5 percent for the 30° 
skew and 10 percent for the 45° 

For the purpose of comparison, the length 
varies from 107 to 115.5 percent of normal 
for the 30° skew, while the 
for the same range of contraction ratios is 
from 110 to 127 percent. In the case of the 
45° skew, the length varies from 120 to 141 
percent of normal compared with a cost varia- 
tion of 130 to 158 percent for the same values 
of VM. 

Skew angles from 0° to 20° produce only a 


skew. 


cost variation 


small increase in both length and cost over 
the normal crossing (figs. 4-6). 
above the get 
and the length and cost more 
In this same connection, it was ob- 


As the angle 


increases this value curves 


steeper rise 


rapidly. 
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the hydraulic flow problems encountered with 
skew for angles from 0° to 20 
varied slightly from those for normal cross- 


crossings 


ings. As the angle exceeds this value, the 
flow and scour problems increase in com- 
plexity. 


Limitation of Backwater and Ac- 
commodation of Superfloods 


Another application in which the backwater 
design information can be used is where ap- 
proach roadways can be depressed to protect 
the bridge during floods of extreme propor- 
Although 
feasible to construct a bridge sufficiently long 


tions. it is seldom economically 
to accommodate the super type of flood, it is 
possible in many cases to design for a 35- 
or 50-year flood but make provision to pass 
flows of much greater magnitude with little 
or no damage to the bridge proper and, at 
the same time, keep the backwater within 
specified limits. The most effective way to 
present this is by actual illustration. 

The stream at a proposed crossing has a 
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while in flood the stream may be a mile wide 
Records show that within the past 50 years 
two floods approximating frequencies of 100 
years have occurred on this stream, the last 
one destroying a bridge at the site. This is 
on a State route carrying a moderately heavy 
volume of traffic. A considerable amount of 
residential and business development occupy- 
ing portions of the flood plain has sprung up 
within the last decade. It is therefore im- 
portant from the traffic viewpoint that the 
bridge structure not fail or be out of service 
for an extended length of time during its ex- 
pected life; and from the standpoint of life 
and property damage, it is desirable that the 
bridge backwater be limited to a definite 
figure for all flows. For the purpose of illus- 
tration the bridge is reconstructed to satisfy 
the above requirements and limit the back- 
water to 0.5 foot for any discharge likely to 
occur during the life of the bridge. 

There is a choice here of designing a long 
bridge to take the full flow of the river for a 
100-year frequency flood, keeping the embank- 
ments above high water at all times, or the 











ANGLE OF SKEW(DEGREES) 


Figure 4.—Length ratio of skew to normal crossings for 


equivalent 


backwater. 
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ANGLE OF SKEW (DEGREES) 


Figure 5.—Ratio of projected skew length to normal bridge length for 
equivalent backwater. 
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Figure 6.—Cost ratio of skew to normal crossings for equivalent 
backwater. 


alternative of choosing a shorter bridge and 
using the one-half to three-fourth mile of 
roudway transversing the flood plain as a 
spillway during extreme high water. In 
either case the superstructure will be located 
above extreme high water at all times. 

The ease where the embankments are lo- 
cated above high water and the bridge is re- 
quired to accommodate the entire flow will be 
investigated first. Figure 7 shows the back- 
water relative to length of bridge and dis- 
charge for this type of operation. In addi- 
tion, scales have been superimposed showing 
flow reeurrence interval at the top and 
brilge cost at the right. Were there no re- 
striction on backwater, a bridge 1,500 feet 
lone, producing 1.5 feet of backwater, might 
be » reasonable choice. But with backwater 
limited to 0.5 foot, it is observed that the 
bride should be 2,250 feet long for a 50-year 
floo', or 2,600 feet long for a 100-year flood. 
Fro, the seale on the right, the cost involved 
in r-dueing the backwater from 1.5 feet to 0.5 
foot approximates $400,000 for the 100-year 
floo’ or 158 percent of the cost of the former. 
This comparison demonstrates how limitation 
of bickwater can increase the initial cost. 
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How can limitation of backwater be ac- 
complished with less cost? Let us now ex- 
amine the alternative, the depressed roadway. 
Figure 8 demonstrates a very extreme case; 
the bridge has been shortened to 800 feet 
with approximately 3,500 feet of depressed 
roadway. The lower broken line, labeled 
‘normal stage,’ represents the stage-dis- 
charge curve for the river prior to construc- 


tion of the bridge. The upper broken line, 
labeled “stage without overflow,” represents 
the stage discharge to be expected upstream 
from the 800-foot bridge without overflow. 
The difference between the two curves repre- 
sents the backwater. For a discharge of 250,- 
000 ¢c.f.s. (50-year flood) the backwater is 2.5 
feet, and for 300,000 c.f.s. (100-year frequency 
flood) the backwater approximates 4 feet. 
The limitation of 0.5 foot for backwater is 
reached at a discharge of 121,000 cf.s. If 
the approach embankment is placed at eleva- 
tion 87.5 so water will spill over the roadway 
for flows greater than 121,000 ¢.f.s., the back- 
water will decrease with further increase in 
discharge, falling off to about 0.1 foot for a 
discharge of 300,000 ec.f.s. The backwater 
with overflow is represented by the difference 
between the lines labeled ‘‘normal stage” and 
“stage with overflow.” As the roadway over- 
under the bridge in- 
creases slowly with upstream stage, while the 
roadway flow increases rapidly with stage. 
At stage 93.8 these lines intersect and the 
roadway is carrying as much flow as the 
bridge. 

As the roadway is elevated, the backwater 
and flow characteristics remain similar to 
those shown in figure 8 but the bridge length 
must be increased if the backwater is to be 
limited to 0.5 foot for upstream stage level 
with the new roadway. Figure 9 demon- 
strates how the backwater varies with road- 
way elevation and length of bridge. The 
dashed lines denote the backwater which 
could be expected for several bridge lengths 
if flow over the road were not permitted. 
The solid lines demonstrate how flow over 
the roadway restricts the backwater to a 
maximum of 0.5 foot regardless of the 
discharge. 


flows, the discharge 


The depressed roadway not only serves to 
hold the backwater within limits but offers 
a means of accommodating the superflood 
without undue overloading of the bridge 
It is true that the higher the ap 
proaches and the shorter the length of em- 


proper. 


bankment, the longer the bridge must be for 
a given amount of backwater; nevertheless 
it is usually possible to set embankments for 
the 50-year flood stage and still retain this 
desirable safety valve feature. 
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Figure 7.—Variation of backwater with length of bridge and discharge. 
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Figure 8.—Operation with depressed roadway and 800-foot bridge with backwater limited to 0.5 foot. 
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Figure 9.—Operation with depressed roadway for several lengths of bridge with 


backwater limited to 0.5 foot. 


Current Research 


The illustrations cited represent only a few 


ways in which the recently acquired bridge 


backwater information can be applied to 


waterway design. Gaps still remain which 
eventually will be plugged as reliable field 
data become available. 

An equally important or second phase in- 
volving the hydraulics of waterways is the 
prediction of maximum 
depths at abutments and piers. 


reasonable scour 
Some infor- 
mation is already available for streams with 
alluvial beds (3, 4), and additional informa- 
tion will be forthcoming. 

It will be found that the hydraulie analysis 
offers many variations of supposedly good 
How then is an un- 
biased choice to be made? It is believed that 
this best be accomplished through de- 
velopment of a generally acceptable type of 
economic analysis—which at the present does 
not exist—taking into account all tangible 
and certain intangible costs over the useful 


waterway proportions. 


ean 


life of a bridge which may be incurred by 
highway agencies in building, operating, and 
maintaining a bridge and by highway 
who travel over the bridge. 
fair monetary value can be assigned to 


users 
In this way a 
ach 
» On 
De- 


on 


design, whereby comparisons can be mai 
a basis familiar to all parties concerned. 
termination of the fundamental concep 
which such an economic analysis should be 


founded constitutes the third major pliase 
of this research program now der 
consideration. 
(Continued on page 281) 
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Assigning Traffic to a Highway Network 


BY THE DIVISION OF HIGHWAY PLANNING 
BUREAU OF PUBLIC ROADS 


The construction of a highway network 
to serve a large urban area extends over a 
period of many years and involves the ex- 
penditure of several) hundred million 
dollars. Before undertaking this long and 
expensive task, highway officials should 
know whether the network will adequately 
and efficiently accommodate future traffic. 

This article describes the use of a high- 
speed computer in assigning estimated 
future traffic to a complete network of 
highways. In the process, traffic volumes 
are recorded on each individual highway 
link as well as the turning movements at 
each intersection. Thus, the engineer can 
investigate a series of alternate locations or 
design standards and measure their effect 
on the entire highway system. 

The assignments can be made rapidly, 
inexpensively, and witha minimum amount 
of manual work. The program is also 
consistent and reproducible from one loca- 
tion toanother. At the option of the user, 
provision can be made in the program to 
allow for one-way street operation, turn 
restrictions or delays, and peak hour 
traffic volumes by direction. 


Faw many years highway engineers have 
been faced with the problem of estimat- 
ing the volume of traffic that would use a pro- 
posed new facility. In addition, they would 
like to know how well this facility will con- 
tinue to serve traffic in the future. A real- 
istic solution to this problem is not simple. 
All zones in an entire metropolitan area have 
the potential of affecting any highway fa- 
cility. The degree of this effect is governed by 
the location and design standards of the high- 
Way system as it now exists or as it may be 
subsequently improved. Thus, individual 
highway improvements can cause a realine- 
ment of traffic throughout the area. 

Much research werk has been done to pro- 
Vide a method fer solving these problems. 
While the future will probably bring added 
refinements and even major changes in con- 
cepis, present knowledge is sufficient to war- 
rant establishing at least an interim proce- 
(lure for assigning present and future traffic 
to a network. 

The necessity of handling a mass of infor- 
halion in a relatively simple but coherent 
inner is a characteristic of traffie studies. 
To process these data in a reasonable time, it 
has heretofore usually been necessary to use 
4 series of short cuts, approximations, or 
judsiment estimates, each exacting its toll in 
deviations from accuracy. It is now possible 
to « 


iploy electronic computers to provide a 
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consistent solution, subject only to the limita 
tion of knowledge of the behavior of traffic 


Utilization of Computers 


The use of Computers does involve the time 
consuming operation of preparing a program. 
While it is desirable to allow flexibility in the 
program, this is not easily accomplished 
Thus, to use an existing program, it is neces 
sary to have access to the machine for which 
the program is written, to furnish input dat. 
in precisely the correct form, to wiiling'y ac 
cept the logic that is incorporated in the 
program, and to accept the results in prede 
termined format. 

The Bureau of Public Roads has written, 
tested, and used an IBM 705 program to pre- 
dict the future distribution of trips.’ The 
input required is the number of existing zone- 
to-zone trips and the growth factor for each 
zone. The program logic follows the Fratar 
formula. The output is the estimated num 
ber of future zone-to-zone trips. Either three 
different modes of travel or one mode to three 
different future periods can be processed si 
multaneously. For a city the size of Wash 
ington, D.C., with 500 zones, about one-half 
hour of IBM 705 time is required for each 
iteration. Two or three iterations are usually 
sufficient, thereby making the computer cost 
of obtaining future zone-to-zone trips some- 
what less than $600 for a city the size of 
Washington. 


Procedures for Assigning Traffic 


With the present and future zone-to-zone 
trips available, the next problem is to estimate 
the loading of these trips on a highway net- 
work. To do this, some rmiethod of predictiug 
the distribution of traffic between routes is 
required. 

Three types of diversion curves are in cur- 
rent use: the time ratio curve developed by 
the Bureau of Public Roads (fig. 1), the 
distance ratio and speed ratio curve used in 
a Detroit study, and the time and distance 
differential curve used in California. 


Time ratio curve 


The Bureau's time ratio curve relates the 
percentage of trips using a freeway facility 
based on the ratio of the travel time via the 
freeway to the travel time via the best alter- 
nate route. The percentage of trips using 


1Evaluating trip forecasting methods with an 
electronic computer, by Glenn E. Brokke and Wil- 
liam L. Mertz. PUBLIC ROADS, vol. 30, No. 4, Oct. 
1958, pp. 77-87. 


Reported by GLENN E. BROKKE, Highway 


Research Engineer 


the freeway varies as an S-shaped curve from 
100 percent at a time ratio of 0.5 or less to 
zero percent at a time ratio of 1.5 or more. 
If the travel time via the freeway is equal 
to the travel time via the alternate route 
(time ratio=1.0), approximately 42 percent 
of the trips are assigned to the freeway. 


Speed ratio curve 


The speed ratio curves developed for the 
Detroit area transportation study consist of 
a family of curves where the percentage of 
freeway usage is related to speed and distance 
ratios. These curves are also S-shaped for 
normal conditions; and with a speed ratio of 
1.0 and a distance ratio of 1.0 approximately 
15 percent of the trips are assigned to the 
freeway. Since these curves represent a 
three-dimensional surface with an undefined 
mathematical relationship, they are difficult 
to use in a computer application. 


Time and distance curve 


The California time and distance curve con- 
sists of a family of hyperbolas; and with 
equal time and distance on the freeway as 
compared with the best alternate route, 50 
percent of the trips are assigned to the free 
way. These curves can be expressed in the 
equation, 

P=5O+450 (d+ 14t) [(d—Wt)?4+4.5]-3 
Where: 
P=PVPercentage of freeway usage. 
d=Distance saved in miles via the free 
way. 
t—Time saved in minutes via the free- 
way. 


Problems Encountered in Assigning 
Traffic 


The development of an assignment proce- 
dure has two major difficulties: the measure- 
ment of the minimum traveltime between 
each pair of zones over the arterial network 
and then over the entire highway network 
including the contemplated freeways, and the 
accumulation of the assigned volumes on the 
various segments of the highway system. 

The Washington, D.C., Regional Highway 
Planning Committee, having recently com- 
pleted an origin-destination study and having 
predicted the zone-to-zone movements to 1980, 
wished to assign this traffic to a highway 
network using the Bureau’s time-ratio diver- 
sion curve. The effort involved in aecom- 
plishing this task for an area the size of 
Washington was clearly beyond the range of 
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Figure 1.—Time-ratio diversion curve. 


practicability, unless an electronic computer 
could be used for a major portion of the work. 
The Bureau of Public Roads offered technical 
assistance. It was soon discovered that no 
suitable program was available which would 
handle the complexities of Washington traffic 
movements. Hence, it became necessary to 
develop a Washington assignment program. 


Development of Minimum Path 
Principle 


At about this time Dr. J. D. Carroll, Jr., 
director of the Chicago Area Transportation 
Study, and his staff discovered a method of 
determining the minimum path through a 
highway network. Also Dr. A. J. Mayer, di- 
rector of the Detroit Area Traffic Study, and 
his staff carried this minimum path principle 
along somewhat different lines toward an 
assignment procedure. Both organizations 
were visited and each was entirely cooperative 
and responsive in outlining their procedures 
and ideas on the problem. 

Since all diversion curves being considered 
are based on the relationship between the 
traveltime (and distance) on the most favor- 
able freeway route and the traveltime (and 
distance) on the most favorable alternate 
route, the initial problem is to determine 
which of the freeway routes and which of 
the alternate routes are truly the 
favorable. 

The difficulty of this problem can be ap- 
preciated most easily if a rectangular street 
network is considered. 


most 


To arrive at a point 
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4 blocks east and 4 blocks south of an origin, 
there are over 40 different routes or paths 
that appear approximately equal to the eye 
as far as traveltime (or distance) is 
cerned. 


con- 
However, by accurately adding the 
time (or distance) values on each of the 
segments involved for each route, the route 
with the least overall traveltime can be se- 
lected. This selected route is the minimum 
traveltime route or minimum path. 

It is true and probably apparent that the 
longer the trip, the more alternate 
there are available between two points. For 
travel across an entire city, there may be 
literally thousands of alternate paths or 
routes and the initial problem of determining 


routes 


which path is the minimum appears rather 
difficult. 

Fortunately, Dr. Carroll and his staff were 
able to use a procedure developed by Edward 
EF. Moore’ of 
Ine. 


Sell Telephone Laboratories, 
The same basic method is used in this 
program and essentially consists of accumu- 
lating the minimum time and path from a 
central point to an ever-increasing circle of 
points surrounding this central point. 


Advantages of Minimum Path 
Principle 


The value of the minimum path principle 
ean hardly be overestimated in the solution of 


2 The shortest path through a maze, by Edward F. 
Moore. Paper presented at the International Sym- 
posium on the Theory of Switching, Harvard Uni- 
versity, 1957. 





The distance and 


the assignment problem. 
traveltime on each segment of the highwa) 
network are determined and fed into the com 


puter. These initial time and distance meas 
urements are required for any of the method: 
being used, and are neither easier nor more 
difficult to obtain for the minimum path proce 
dure. Once the traveltimes are in the com- 
puter, however, very substantial advantages 
begin to accrue. 

The most obvious advantage is the savings 
in man-hours. On the optimistic basis that 
the best route of travel between a pair of 
zones can be located and measured in 3 min 
utes by manual methods, approximately 2 
man-years of labor would be required to find 
the traveltime via the arterial network and 
via the freeway network for the 40,000 zone 
to-zone volumes occurring in the Washington 
area. The computer can absorb all of this 
manual work at the rate of about 2 computer- 
hours equivalent to 1 
manual computation. 

A second advantage is the increase in ac- 
curacy and consistency. 


being man-year of 


A manual determin: 

tion of the best route has two sources of fre- 
The routing selected as the 
minimum path may actually be longer than 
some other path. Secondly, an error may be 
made in adding the time intervals that make 
up the selected path. The minimum path pro 
gram, however, tests all possible paths, se- 
lects the minimum, and adds the time inter- 
vals unerringly. 


quent errors. 


A third advantage, which is somewhat more 
obseure, is the ability of the computer to take 
additional factors into account. For example, 
the computer can be rather easily instructed 
to test a routing and insert a turn penalty 
whenever a right- or left-hand turn occurs. 
To add this or a similar complication into a 
manual procedure would be 
practical. 


entirely im- 


Washington Traffic Assignment 
Program 


The Washington traffic assignment pro- 
gram is in reality a library of programs that 
can be selected in any desired order through 
the use of a master control program. To use 
this library of programs certain conventions 
must be observed, and to understand these 
conventions a few definitions are required 


Definitions 


Node.—A node is any specific point on the 
highway system that is needed for identifica- 
tion purposes. Primarily, nodes are used to 
designate zone centroids and highway inter- 
sections. They are identified by number. 

Link.—The portion of the highway system 
between two nodes is a link. To avoid need- 
less complication only the “through” or more 
important highways are identified by actual 
location. Links are identified by the two node 
numbers which terminate the link. 

Route.—A group of connecting links Dbe- 
tween a pair of zones is the route of travel 
between these zones. If a particular route 
has a shorter traveltime than any o(/er 
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route, it is called the minimum time path. If 
distance instead of time were the criterion, a 
minimum distance path could be similarly 
deseribed. 

Tree—All minimum path routes from one 
particular node to all other nodes in the sys- 
tem constitute the tree for that particular 
node. In practice, trees need to be built only 
for the zone centroid nodes. 


Program conventions and limitations 


1. No more than four links may meet at 
any node. To accommodate five or more links 
which would otherwise intersect at a single 
node, it is necessary to separate the one node 
into two (or more) nodes with zero time and 
distance between them. 

2. No node may be numbered more than 
4,000. 

3. The node numbers must be arranged in 
sequence in four separate groups in the fol- 
lowing order: group A, zone centroids start- 
ing with number 1; group B, four-way arterial 
nodes; group C, two- or three-way arterial 
nodes; and group D, freeway nodes. 

4. From each four-way node there must be 
at least one link to a numerically larger 
node number. 

5. The zone-to-zone trip cards must be in 
sort by the first zone before being placed on 
tape. 

6. To be able to insert a turn penalty for 
right and left turns, it is necessary to desig- 
nate each link as positive or negative. Move- 
ments between links of the same sign involve 
no turn. To accommodate diagonal or cury- 
ing streets, a flag position is also available to 
change signs as needed. 

The Washington traffic assignment program 
library consists of the following individual 
programs: 

0O—Master control. 
1—-Build trees. 


> 


2—Load arterial network (all or nothing). 

3—Load entire network (time ratio curve). 

4—Sum vehicle-miles and vehicle-hours. 

o—Convert link data from decimal to 
binary. 

6— Make freeway corrections to link data. 

7—Convert trip volumes from decimal to 
binary. 

8—Correct trip data. 

9—Prepare time-ratio diversion table. 


These programs are on magnetic tape and may 
he used in any desired order through the 
master control program. 


Input Data Requirements 


Zone-to-zone trips 


Lach of the zone-to-zone trip volumes must 
be represented by a trip card identifying the 
two zones (or stations) involved and the 
iinber of trips between them. Zero volumes 
heed not be represented by a card except that 
each zone other than the last one must be 
represented by at least one card (zero volume 
if necessary) when arranged in sort by the 
first identifying zone number. If not already 
accomplished in a previous stage, the zones 
and stations must be renumbered to form an 
WMbhroken sequence starting with number 1. 


When placed on tape, the zone-to-zone Cards 
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must be in sort by the first identifying zone 
number. 


Highway Link data 


The highway network must be described 
properly for computer application. This is ac- 
complished by listing each link of the highway 
network on a coding sheet. The listing con 
sists of the two identifying nodes together 
with the sign, a flag if needed, the traveltime 
in minutes and hundredths, and the distance 
in miles and hundredths. These data are 
then key punched with one link to a card. 
The cards are then duplicated, reversing the 
two identifying nodes and adjusting the sign 
and flag, so that in the final deck each link is 
actually listed on two cards. The data on 
the cards are then transferred to magnetic 
tape. 


Program Operation 
Program 0, master control 


This control sets the parameters for the 
specific area in which traffic is being assigned 
and permits the choice of any of the sub 
routines included in the program library. As 
input, it requires the number of 
centroids, the number of four-way intersec- 
tions, the number of two- or three-way inter- 
sections, the number of freeway intersections. 
and the amount of turn penalty in minutes 
and hundredths. 

In addition, it has been necessary to scale 


zone 


the time and distance values into units which 
will economically use the memory availabil 
ity of the computer. 
mum traveltime on any link plus the turn 
penalty is equated to 63. The time values 


Therefore, the maxi 


on all other links are converted to sixty- 
thirds of this traveltime link 
For the same reason the maximum distance 
link is likewise equated to 68, and all dis 


maximum 


tances converted to sixty-thirds of this maxi 
minum distance link. It should be noted that 
the maximum traveltime link and the maxi- 
mum distance link need not be the same link 

The maximum traveltime link and the 
maximum distance link are also necessary 
inputs to the master control program. All 
of the other programs are then set with the 
specific characteristics entered through this 
master control program. 


Program 5, convert link data from decimal 
to binary 

In program 5 the computer edits the link 
data for impossible codes, scales the time 
and distance values to appropriate units. 
converts all data from decimal to binary, and 
packs the information to fit exactly into a 
hlock of computer memory. 
binary 


The output is a 


coded tape containing this large 


bloek of information. 


Program 6, make 
link data 


freeway corrections to 

The most difficult problem in determining 
the freeway route is to arrive at some method 
which will compute a minimum freeway path 
even though it is longer than an arterial 


street path. This is necessary heeause some 


diversion to a freeway exists even if the time 
ratio is more than 1.0. To retain the ad 
vantage of the minimum path method and 
still obtain a freeway time longer than ar- 
terial time, it was decided to temporarily 
halve the time on the freeway links. 
the tree has been established, the time values 
are corrected. 

In program 6 the previous arterial links 


Once 


are modified as needed by the addition of the 
freeway nodes; the freeway links are inserted 
into the system with their time values cut ip 
half; and the information is converted to 
binary and packed into a block of memory. 
The memory is then written out on tape in 
binary code. 


Program 7, convert trip volumes from 
decimal to binary 

The tape containing the zone-to-zone trip 
volumes is edited in program 7. The num- 
bers are converted from decimal into binary, 
and all of the trips from the first-listed (or 
origin) zone to all other zones are packed 
into one record block which is written out 
on tape. There must be a trip record block 
for each zone except the last (highest num 


bered) zone. 


Program 8, correct trip data 

If in the process of editing or through 
subsequent checking it is found that some 
of the zone-to-zone trips are in error, the 
values may be corrected in program 8 with- 
out rerunning the entire program. 


Program 9, prepare time-ratio diversion 
table 
Program 9 builds the diversion curve table 
for converting time ratio to percentage di- 
version. At the time the traffic 
diversion curve plotted in figure 1 is incor 


present 


porated in the program. 


Program 1, build trees 

Program 1 determines the minimum path 
from each zone to all nodes in the highway 
network. If only the arterial links are used, 
If the free 
way links are also included, the program 


the program builds arterial trees. 
builds freeway trees. Thus, the previously 
prepared link data are the input for this 
program. 

The program instructs the computer to set 
aside a block of memory for the tree with 
each memory word of the block correspond- 
ing to an actual node on the highway system. 
The memory words in the block are in the 
same sequence as the node numbers. Thus 
the position of the memory word identifies the 
node number. 

In addition, each word in the tree memory 
block will contain two major items of infor- 
mation: (1) the preceding node through 
which the route has passed in building the 
tree, which is called the back node, and (2) 
the total elapsed time from the tree centroid 
to the node represented by this memory word. 

Each memory word is initially set to the 
largest possible value. The computer then 
starts building the tree from zone centroid 
Lin the following manner: 

A. Since the tree is being built from node 1, 
the first step is to set the back node and the 
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elapsed time in memory word No. 1 to zero 
At the same time this node is listed in an 
elapsed time sequence table in the zero time 
slot. 

B. The computer then takes the minimum 
entry in the elapsed time table, erases this 
entry, and from the link memory block, finds 
all links that emanate from this node, which 
can be called node A. 

Cc. At the end of each of these links there 
is a second node which can be called node B. 
The link time from node A to node B, plus a 
turn penalty if required, is added to the total 
node A to total 
elapsed time from the tree centroid to node 
B The 
elapsed time at node B with the previously 


elapsed time at give the 


machine compares the computed 
established elapsed time stored in the word 


represented by node B in the tree memory 
If the new time is less than the stored time, 
it replaces the stored time and node A re 
places the previously stored back node.  <At 
the same time node B is stored in the elapsed 
time sequence table in the appropriate time 
slot. 


rvreater 


If, however, the new time is equal to or 
than the 
time, the route is not a minimum path and 


previously stored elapsed 
the computer discards this value. 

I), When all of the links emanating from 
node A have been completed in this manner. 
the computer again selects the minimum en 
try in the elapsed time sequence table and 
repeats the process. 

I. When all values in the elapsed time se 
quence table have been used, the tree from 
zone centroid No. 1 has been completed and 
the tree memory is written out on tape. 

IK. The computer then proceeds to zone 2 
and builds the tree from this zone in exactly 
the same manner. 

G. When built 
zone centroids, the arterial tree routine has 
For the Washington, D.C.. 
150 trees are needed. 


trees have been from all 
been completed. 
area, about 

The program has been written so that any 
freeway pattern may be superimposed on the 
arterial street network without destroying 
the arterial already The 
freeway trees are built in exactly the same 
manner as the arterial trees, except that the 
freeway links as well as the arterial links are 


included in the input data. 


trees developed. 


Program 3, load entire network (time ratio 
curve) 

The previously completed freeway and ar 
terial tree tapes and the zone-to-zone trip 
tape become input for program 3. In addi 
tion, the relationship between time ratio and 
percentage diversion is placed in the com 
puter memory. The program then performs 
the following operations: 

A. The arterial tree for node 1 (also zone 
centroid 1) is read into a block of memory. 

B. The freeway tree for node 1 is read into 
2 separate block of memory. 

C. The zone-to-zone trips from zone 1 are 
read into a third block of memory. 

I). The trips between the first pair of zones 
The desti 
nation zone of the trip becomes the first entry 
in the arterial route. (2) 


initiate the following action: (1) 


From the arterial 
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Table 1.—Computer time required to run through the various programs in the library 











Units 
Total 
Progran com- Rate 
Zone- puter 
Nodes. to-zone time 
cards 
' Sec. 
Convert links to binary _- 543 Ss 25 34 minute per 1,000 nodes. 
Convert volumes to binary 3, 488 60 3 minutes per 10,000 cards. 
Build trees (102 zones) é 543 280 8% minutes/100 zones/1,000 nodes 
Load network (time ratio) 3, 488 275 13 minutes per 10,000 cards 
ff Number of nodes] 
; 500 
Load network (all or nothing 3, 488 97 12g minutes per 10,000 cards 
_— Number of noes]! 
Ng Fee 
500 
Compute vehicle-miles and vehicle hours 43 35 1 minute per 1,000 nodes, 





1 Includes conversion of link volumes and turning movements from t 


ippropriate format. 


tree, the back node of the destination zone 
entry in the arterial 
(3) The back node of the second en 
try becomes the third entry for the route and 
so on until the route reaches zone centroid 1. 
(4) The freeway route is established in the 


becomes the second 


route. 


same manner with the corrections to travel 
time on the freeway links being made. (5) 
The arterial route is compared with the free 
way route. (a) If the routes are identical, all 
of the trips are accumulated on the arterial 
routing in a block of memory 
word represents a 
link. (Db) 


where each 
corresponding highway 
If the routes are different, the two 
The travel- 
time via the freeway and via the arterial sys- 


points of choice are determined. 


tem between points of choice is computed and 
converted to time ratio and then to percent- 
age diversion. The freeway traffic is accumu- 
lated in memory via the freeway route, and 
the arterial traffic is accumulated in memory 
via the arterial route. (6) At all four-way 
intersections, two of the turning movements 
are recorded separately in a turn table so that 
in the final analysis all turning movements 
are available. 

Ek. The remaining trips from zone 1 are 
handled in the same manner after which the 
trees and trips from zone 2 replace those of 
zone 1 and the process is repeated. 

F. This procedure is continued until all 
zone-to-zone trips have been read by the com- 
puter, at which time the accumulated volumes 
are written on tape in decimal form. The 
decimal tape is printed on peripheral equip- 


nary back to decimal, written ont on tape in 


ment. The printed output is the traffie load 
on all segments of the entire network includ 


ing all turning movements. 


Program 2, load arterial network (all or 


nothing) 


The library also includes a program for 
loading all trips on the shortest route. This 
is accomplished by reading only the arterial 
trees into memory and loading all trips on 
the routing established by these trees. 


Program 4, sum vehicle-miles and vehicle- 
hours 


The vehicle-miles and vehicle-hours on the 
freeway network, on the arterial system, and 
on the local system are then computed and 
printed. 


Computer running time 


The entire program library has been com 
pleted and a major portion tested in the Vir 
ginia portion of the Washington metropolita! 
area. This area consists of 102 zones, 54: 
and 
The time required to run through the various 
programs in the library is shown in table 1. 

Using the rates given in table 1, it is pos 
sible to estimate the computer time required 
for one complete assignment for any area 
For example, it is expected that the Washing 
ton, D.C., metropolitan area will consist of 
about 450 zones, 3,100 nodes, and 40,000 zone 
to-zone trip cards. 


nodes, 3,488 .zone-to-zone movements 


The estimated computer 
in table 2. Al 


— 


time for this area is shown 


Table 2.—Estimated computer time required for 1 complete assignment of traffie in the 
Washington, D.C., metropolitan area 





Units 
Progran 
Zone- 
Nodes; to-zone 
cards 
Convert arterial links to binary 3, 100 
Convert freeway links to binary 3, 100 
Convert volumes to binary 2 40, 000 
Build arterial trees (450 zones 3, 100 
Build freeway trees (450 zones 3, 100 
Load network (time ratio 40, 000 


Compute 
hours 
otal computer time 
Set up and control time 
Contingency time (10 percent 


vehicle-miles and vehicle- 3, 100 


Grand total computer time 





lotal com- Rate 


puter time 





3 min 34 minute per 1,000 nodes. 
3 min 34 minute per 1,000 nodes. 
12 min 3 minutes per 10,000 cards. 
120 min 844 minutes/100 zones/1,000 nodes 
120 min 8'4 minutes/100 zones/1,000 node 
90 mit 13 minutes per 10,000 cards 
a. [sone of noes} 
500 
3 min 1 minute per 1,000 nodes 
= | 
» hr. 51 min | 
10 min | 
tf min | 
6} 351 " 
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16M 704 computer with 32,000 words of 
memory will cost from $350 to $400 per hour. 
Thus the machine cost for one assignment 
for the Washington area will range from 
$2,200 to $2,600. 


Characteristics of Traffic Assignment 
Program 


The accuracy of the assignment program 


rests basically upon the accuracy of the as- 


sumption that traffic divides between routes 
in accordance with the timeratio diversion 
curve. In any particular city, the accuracy 
of this assumption can be checked by assign- 
ing present trips to the existing highway sys- 
tem and checking against current traffic 
counts. If better criteria are subsequently 
developed which improve the distribution of 
trate among routes, they will be incorporated 
into the program. 

The program as written has a considerable 
umount of flexibility. Changes in the extent 
or location of the proposed freeways can be 
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tested by merely altering the freeway net 

work and rerunning the program. If any of 
the proposed highway segments are loaded be- 
yond capacity, the traveltimes on these se 

tions can be adjusted and the program rerun 
until there is a balance between capacity and 
traveltime on each segment. If directional 
zone-to-zone trips are available, the program 
ean give directional assignments. Thus, 
traffic on one-way streets or ramps can be 
directly computed. 

It is likely that the future use of the pro 
gram will develop additional subroutines 
which will be useful in designing highways 
By way of illustration, consider the case of 
a ramp connection immediately before «an in 
terchange between freeways. If the predomi 
nant flow of traffic from the ramp turns left 
at the freeway interchange, it may be advan 
tageous to bring the ramp into the treeway 
from the left to avoid the confusion of weay 
ing this traffic across the freeway By suit 
able instructions, the computer can develo 
these or similar data 


Use of Backwater in Bridge Design 


(Continued from page 226 
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The program is written for an IBM 704 
computer with 32,000 words of memory. If 
there are less than 900 nodes in the highway 
system, an 8,000-word memory will be suf 
ficient. In addition to memory capacity, it is 
essential that the computer have extremely 
fast access time to all memory positions. 
This consideration, at least for the present. 
precludes the use of computers which rely on 
i magnetic drum memory. 
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Vehicle Acceptance Rates of Parking Areas 


BY THE DIVISION OF TRAFFIC OPERATIONS 


BUREAU OF PUBLIC ROADS 


/ KHICLE acceptance rates of parking fa- 
cilities, or more specifically, the number of 
entering vehicles that can be accommodated 
in a given period of time by a single entrance, 
are of primary importance in parking lot 
operation, In recent years there has been 
considerable research on this subject in down- 
town areas, including outdoor parking lots, 
and parking structures of various types, as 
well as studies of curb parking usage. Con- 
sequently, curb parking habits and the vehicle 
acceptance rates of city parking lots and 
structures are quite well known. 
Considerably less research effort, however, 
has been devoted to vehicle acceptance rates 
at parking facilities in suburban and rural 
areas. In these outlying areas parking facil- 
ities are quite large and, except for those at 
suburban shopping centers, are used primarily 
for long-term parking. They include parking 
areas at industrial plants, racetracks, military 
installations, stadiums, and similar places. 
Generally, there is little turnover of vehicles 
at these parking areas. Instead, a concen 
trated influx of vehicles occurs over a rela 
tively short period, with a similar discharge 
surge at a later time. Few detailed studies 
have been made of the traffic flows into such 
parking areas, although many overall counts 
have been made of the total number of ve 
hicles accommodated during the heavy in 
flux period. 

Karly in 1958, as one of its responsibilities 
in connection with civil defense highway plan- 
ning, the Bureau of Public Roads was re- 
quested to determine the vehicle acceptance 
rates of large parking areas comparable to 
those which might be provided at 
reception centers. 


refugee 
This presented an ideal op 
portunity for the Bureau to accomplish two 
purposes with one study. The results would 
fill the existing void in available information 
regarding vehicle acceptance rates of outly- 
ing parking areas, and provide the informa- 
tion needed for emergency planning. For the 
lirst purpose, field studies of the operation of 
large improved parking areas were essential 
Secondly, operations at these improved lots 
could be accepted as comparable to the best 
operation expected at refugee centers, since 
most of these centers would have relatively 
unimproved parking areas such as large open 
tields. 
Accordingly, after Bureau of Public Roads 
personnel had made pilot studies near Wash- 
ington, State 


highway departments was enlisted in con 


D.C., the cooperation of the 


ducting studies at major parking areas 
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throughout the country. ‘The response was 
excellent, with 24 States supplying data ob- 
tained at a total of 74 parking areas. In- 
cluded were studies at 125 entrances, of which 
71 were found to include capacity conditions 
suitable for analysis. 


Scope of Study 


The data received were classified according 
to five types of entrances, depending upon the 
driving maneuver involved in the approach 
to the parking lot. The types were as fol- 
lows: (1) straight approach (no turning 
movement) ; (2) 90° right turn; (3) 90° left 
turn; (4) oblique angle turn, right; and (5) 
Within each cate- 
gory, the lot entrances were further identified 
either as familiar to the drivers using them, 


oblique’ angle turn, left. 


such as those at industrial plants, or as un 
familiar lot entrances, which infre- 
quently visited by individuals, such as those 
provided for various special events. 


were 


Except for a few special reports, the analy- 
ses were based entirely upon the determina- 
tion of approach volumes per hour per lane 
which actually entered the parking facility. 
Where over 50 nonentering vehicles per hour 
were intermingled in an approach traffic flow, 
or where opposing traffic was significant, the 
study was rejected. From each individual 
lane study, the peak-hour and the peak 10 
minute volumes were recorded, and the peak 
10-minute rate was expanded to a full-hour 
rate. 

Observations made during the pilot study, 
as well as comments made by several of the 
observers in the field, indicate that an ac 
ceptance rate attainable for a full 10 minutes 
can be maintained for a full hour, provided 
that adequate maneuvering and parking space 
remains available within the lot and that a 
continuing capacity flow of vehicles arrives. 


Reported by ARTHUR A. CARTER, Jr., 
Highway Research Engineer, 

and BESSIE A. HAYES, 

Statistical Assistant 


refugee reception center, although at the fa 
cilities studied, peak arrival rates seldom 
lasted for more than a half hour. Results 
are therefore given in terms of vehicles per 
hour per lane, as obtained by expanding the 
peak 10-minute rates (table 1). They are 
average values considered to be typical for 
the conditions shown. 


Results of Study 


Straight approach entrances 

In the 11 studies involving unfamiliar, 
straight approach entrances, vehicle «a 
ceptance rates ranged from 770 to 940 vehicles 
per hour per lane. The average rate was 850 
vehicles per hour per lane. Most drivers at 
this type of entrance, as well as most other 
unfamiliar entrances, came to a near stop in 
their approach. 

Studies at familiar, straight approach en- 
trances showed an average acceptance rate of 
1,100 vehicles per hour. However, extremes 
to this average were reported. <A rate of only 
600 vehicles per hour was found at one in- 
dustrial plant parking location. At another 
plant location, where an estimated speed of 
20 =m.p.h. maintained through the 
entrance and vehicles could spread out into 


was 


several lanes beyond the entrance, a rate of 
This 
rate is somewhat higher than the predicted 


1,900 vehicles per hour was recorded. 


possible eapacity of a single traffic lane at 
20 m.p.h. The study, however, was made al 
an unusually well-operated industrial plant 
parking lot where roadway speed could be 
through the 
parking had become a daily routine to al 


maintained gates and where 


drivers. 
90° turns 


The average entrance rate at unfamiliar 


parking areas involving a 90° right turn was 





This presumably would be the situation at a about 750 vehicles per hour. <A one-third 
Table 1.—Vehicle acceptance rates of large parking areas in 24 States 
A verage acceptance rate 


Approa h to entrance 


Straight approach (no turning movement 
90° right turn. 

90° left turn 

Oblique angle, right 

Oblique angle, left 





vehicles per hour per la 
Number of 
studies 
Unfamiliar Fam 
entrance ent 


20 S50 1 
15 1) " 
24 S30 wt 
8 650 
} 720 





Includes racetracks, stadiums, and other facilities not 
Includes industrial plants, military | s, and ot} 
No dat vailable. 


frequently visited by the same individuals 


es where the same drivers enter daily. 


October 1959 ®© PUBLIC ROADS 








tu 


CO 








oe 
rr, 
Ss, 
nt 


ar, 


les 


SO 


liar 


was 


DADS 





increase in the flow, to 1,000 vehicles per 
hour, resulted where drivers were familiar 
with the parking location. 

At entrances involving 90° left turns, the 
results were surprisingly high in several 
studies at both familiar and unfamiliar lo- 
cations. While volumes at several entrances 
were in the 600-700-vehicle-per-hour range, 
observers at other parking areas reported 
rates from 1,100 to 1,300 vehicles per hour, 
even though speeds were estimated as 10 
m.p.h. or lower. One study location was 
particularly comparable to refugee center 
conditions. At this location, where vehicles 
from one lane rather promiscuously crossed 
a shallow ditch at various points to enter a 
grass lot, a rate of 850 vehicles per hour was 
attained. This was approximately equal to 
the average of 830 vehicles per hour for all 
of the unfamiliar lots, which indicates that 
unimproved lots can operate just as well as 
improved lots. The rate at familiar en- 
trances showed only slightly better operation, 
averaging 900 vehicles per hour. 

The results of the study show that the 
average left-turn rate was somewhat higher 
than the average right-turn rate at unfa- 
miliar lots. This is contrary to the usual 
finding in intersection capacity studies that 
left turns involve more delay than do right 
turns. At the average intersection, drivers 
in making left turns are often confronted 
with opposing through traffic. In the parking 
studies, drivers were not faced with opposing 
traffic in negotiating left turns. Under these 
circumstances, left turning movements might 
be made from either lane of a two-lane high- 
way, depending upon whether the approach 
roid was operating one-way or two-way with 
practically no opposing traffic. When left 
turns are made from the left lane, the turn 


is just as sharp as the usual right turn, and 
thus the acceptance rates for either right or 
left:'turns should be similar. When left turns 
are made from the normal right-hand ap- 
proach lane, a wider turn is involved which 
can be made much more easily. This very 
likely explains the more favorable rate for 
90° left turns reported in table 1 for un- 
familiar entrances as compared with 90° 
right turns. 


Oblique angle entrances 


Limited data obtained for oblique angle 
entrances indicated that left-turn rates again 
were somewhat higher than those for right 
turns. At unfamiliar locations, left turns 
averaged 720 vehicles per hour, while right 
turns averaged only 650 vehicles. At familiar 
locations, only data for right oblique en- 
trances were available. These showed an ay- 
erage flow of 1,000 vehicles per hour. It can 
be assumed that left oblique entrances would 
approximately equal this capacity. 


Effect of Gatemen on Traffic Flow 


When these studies were being planned, it 
was assumed that collection of fees or inspec- 
tion of passes would have an adverse effect 
on the traffic flow. The results, however, 
showed no consistent difference between lots 
where fees were collected or passes checked 
(applicable to about one-third of the parking 
areas studied) and those where access was 
unrestricted. At the average lot, entrance 
speeds were very low regardless of whether or 
not gatemen were present. Similarly, at 
these low speeds, it was found that lane width 
was not significant. All approach and en- 
trance lanes studied were at least 10 feet 


wide, so it is possible that narrower rural 
roads might yield lower rates. 


Practical Acceptance Rate 


As a result of these studies, it appears that 
800 vehicles per hour per entrance lane could 
be considered the practical maximum vehicle 
acceptance rate for large unfamiliar parking 
areas, regardless of the turning movement 
involved. This rate is possible if adequate 
parking areas exist to absorb all entering ve- 
hicles, if attendants prevent congestion 
within the lot, if the feeder roadway has a 
continuous backlog of vehicles, and if dis- 
abled vehicles can be rapidly cleared from 
the highway. It should be emphasized that 
dry weather conditions must prevail to ac- 
commodate 800 vehicles per hour per lane 
where unpaved entrances and parking areas 
are involved. Rain or snow could easily 
make such areas totally unusable. 

If all drivers are familiar with an entrance, 
a rate of at least 1,000 vehicles per hour, and 
frequently more, may be possible. In those 
unusual situations where well designed 
straight-through approaches permit traffic to 
maintain full highway speed until distribu- 
tion to specific sections within the lot begins, 
it may be possible to attain the maximum 
possible capacity of a moving traffic lane, 
2,000 vehicles per hour. Certainly, however, 
this figure should not be used in planning. 

It should be noted that studies were made 
only of traffic entering the various facilities 
before events, since this was the movement 
considered applicable to civil defense plan- 
ning. Only limited data were received re 
garding exit flow from these same facilities, 
but it was evident that exit rates were some- 
what higher than approach rates. 





New Publication 


The Catalog of Highway Bridge Plans has 
been assembled by the Bureau of Public 
Roads primarily for use by highway depart- 
ments to facilitate the exchange of designs 
on a national basis. The program for the 
exchange of bridge designs was suggested by 
many State highway departments and by 
committees and’ members of the American 
Association of State Highway Officials. 

The States were requested to submit their 
available bridge designs dating from 1950 for 
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H20-S16 loading or heavier. The publication 
is divided into 13 sections and lists in tabular 
form over 4,500 designs. The data are as- 
sembled by States according to span types, 
simple, continuous, or cantilever, in their 
relevant sections and cover rolled beam spans 
with and without composite action, steel deck 
girder spans riveted or welded, with and with- 
out composite action, steel truss spans, re- 
inforced concrete slab, deck girder, box girder, 
and rigid frame spans, prestressed concrete 
slab, girder and box girder spans, steel arch 
spans, reinforced concrete arch spans, movable 
bridges of lift span and bascule span types, 


suspension bridges, pedestrian overcrossing 
structures, traffie sign structures, and tunnels. 

The last section (XIII) contains quantity 
charts which may prove useful in making 
design comparisons. These charts show struc- 
tural steel quantities for rolled beam, deck 
plate girder and truss spans, and concrete 
quantities for reinforced concrete spans.  In- 
sufficient data were available to prepare charts 
covering reinforcing steel. 

The Catalog of Highway Bridge Plans, a 167- 
page publication, may be purchased from the 
U.S. Government Printing Office, Washington 
25, D.C., at $1 per copy. 
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BUREAU OF PUBLIC ROADS 


O the general public, the installation of 
TT traffic signal often implies that acci- 
dents will be substantially reduced. Studies 
have frequently shown, however, that this is 
not always true. One such 
cently conducted in Michigan. From 1946 to 
1957 the Michigan State Highway Depart- 
ment made a detailed accident study at each 
of 8&9 traffic 
were installed. The intersections, distributed 
throughout the southern half of the State, 
were located in and near cities as well as on 
rural highways. 


study was re- 


intersections where signals 


Data were collected at each 
intersection for 1 or 2 years prior to installa- 
tion of the signals and for an 
period afterwards. 


equivalent 


The types of intersections included in the 
study ranged from simple three-leg to five- 
and six-leg and other complex intersections. 
As might be expected, more than half of the 
intersections had four approach legs without 
medians or islands to 
streams of traffic. 


separate opposing 
The four-leg divided in- 
tersections were, in most cases, divided on the 
main highway only. 
studied, 39 


stop-and-go 


Of the 89 intersections 
were signalized with standard 
and 50 with 
flashed yellow. on 
the main street or major highway, and red on 
the side street or minor highway. 

At 38 of the 89 intersections, traffic data 
available. The average daily traffic 
volumes entering from all approaches at these 
intersections averaged 20,200 vehicles a day 


controls flashing 


beacons. These beacons 


were 


for stop-and-go signals and 8,000 vehicles a 
day for flashing beacons. 


1 Acknowledgment is made to the Michigan State 
Highway Department for furnishing the data for 
this article. 


Table 1.—Number of accidents, injuries, and fatalities before 


DIVISION 


Summary of Findings 


At intersections where stop-and-go signals 
were installed, the number of accidents in- 
It was found that 


the simpler the intersection, the greater the 


creased nearly one-fourth. 
increase in accidents. For example, simple 
three-leg intersections showed a gain in ac- 
cidents of 78 percent, whereas five- and six- 
leg and other complex types showed a decline 
of 47 percent. In the case of flashing beacon 
installations, the number of accidents de- 
creased regardless of the type of 
tion, the range being 21 to 37 


intersec- 
percent and 
averaging 26 percent. 

The number of persons injured decreased 
by one-fifth at intersections where stop-and- 
go signals were installed and by one-half in 
the case of flashing installations. 
The number of fatalities also decreased after 
either of the two 
installed. 


beacon 


types of signals were 

After installation of stop-and-go signals, the 
number of rear-end, head-on, and side-swipe 
collisions increased 200, 157, and 74 percent, 
respectively. Only angle and miscellaneous 
The installa- 
tion of flashing beacons resulted in a nearly 
uniform 


types of collisions decreased. 


reduction of about one-fourth for 
each type of collision. 

In the investigation of the effect of light 
and weather conditions on the accident rate 
following stop-and-go signal installation, it 
was found that the number of accidents dur- 
ing inclement weather increased fourfold as 
compared with accidents during all-weather 
conditions. This relation applied to both 
daytime and nighttime driving. After instal- 
lation of flashing beacons, daytime aecidents 
during inclement weather as well as during 
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BY THE TRAFFIC OPERATIONS 


Reported! by DAVID SOLOMON, 
Highway Research Engineer 


all-weather conditions decreased by one-fifth. 
On the other hand, nighttime accidents during 
inclement weather decreased by one-sixth as 
with a 
all-weather conditions. 

At 3S intersections where traffic 
data were available, it was found that the 
greatest reduction in accident rates occurred 
at the higher volume intersections for stop- 
and-go signals and at the lower volume inter- 


compared decrease of one-third for 


volume 


sections for flashing beacons. 


Accident Experience 


At 39 intersections where stop-and-go sig- 
nals were installed, the number of accidents 
increased 23 percent (table 1 and fig. 1). 
On the other hand, at 50 intersections where 
flashing beacons were installed, a 26-percent 
reduction in accidents was recorded. 

The number of 
accidents after stop-and-go signals were in 


greatest increase in the 
stalled was observed at three- and four-leg 
undivided intersections (table 1 and fiz. 2) 
The divided intersections 
practically no change, and at the more com- 


four-leg showed 
plex five- and six-leg intersections the num- 
ber of accidents declined by 47 percent. 

Flashing beacon installations resulted in a 
reduction in the number of accidents ranging 
from 21 percent at four-leg undivided inter- 
sections to 37 percent at five- and six-leg inter- 
Compared with stop-and-go signals, 
relatively narrow range and no 
general pattern was evident among the four 
types of intersections. 


sections, 


this is a 


Both types of signal installations brought 
about a reduction in the number of persons 
injured: 20 percent for stop-and-go signals 
and 50 percent for flashing beacons. Fatal- 


and after traffic signal installation at 89 intersections 








Number 

of inter Type of intersection Before 
sections signal 
instal- 
lation 

3 | 3-leg 37 

13 | 3-leg 114 

23s! 4-leg, undivided ___ 182 

29 4-leg, undivided 219 

9 4-leg, divided __ 158 

5 4-leg, divided 5O 

{ 5- and 6-leg and other types &5 

3 5- and 6-leg and other types 19 

39 All types 462 

50 All types 4()2 


Number of accidents Number of injuries Number of fatalities 
. acta etait > -— a a saaeaeeee sh a a a a 
After installation of— | After installation of— After installation of 
ss : nes Before = aces a oe Before ee te Se 
‘ signal | | signal | | 
Stop- Flash- Percent- instal- | Stop- | Flash- | Percent-| instal- | Stop- Flash- Perc 
and-go ing age lation | and-go ing age lation and-go ing ag 
signal beacon change | signal beacon change | signal | beacon chan 
ieealiaie ses Ss ee naw |—— a 
66 78 27 26 2—4 3 j 0 Pe Reene 
a 78 32 78 34 — 56 3 4 
} 
203 inl 61 145 174 20 7 4 F - | %&4 
ee 174 21 176 94 —47 21 6 | = 
16: 24 136 91 -33 2 | 1 es) ke 
35 —30 42 16 62 2 2 
45 —47 70 13 Sl 2 2 aa = 
12 2-37 15 ll 27 2 1 | 
569 23 378 304 ») 14 7 ceniiee 
209 26 311 155 50) 28 13 a 








' Too few data to compute percentage change, except for 4-leg undivided and all types of intersections 


? Percentage change is not statistically significant 
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+40 Traffic volumes at stop-and-go signal instal- 
TOTAL lations were on the average two or three 
ACCIDENTS times greater than the volumes at intersec- 
tions having flashing beacons. In order to 
+20 Y/ 1) provide a meaningful comparison of the effec- 
& U8 tiveness of stop-and-go signals and flashing 
Soe. PERSONS PERSONS beacons, intersections with like traffic volumes 
w INCREASE 1,04 INJURED KILLED were selected. Since four-leg undivided 
a / . . . . 
z pif) intersections predominated in the study, the 
N, < (@) a Y/)/ Al??? “UY, bhty etic . 7°, ’ ic , j 
eer 4 Wi Yj OGG jy Yh comparison has been narrowed to this type in 
aioe ty bb9 Y : 
(4 y "GOOG avin a Be cs Vane me oe 
w DECREASE ay Yi COG Y fy, table 38. By grouping the 4 lowest traffic 
°4) c , = YAY GA yy OO volume intersections having stop-and-go sig- 
th. - v Ae Yj Oh fj, body ; : , 
. z a fy bb?) Yj V4; nals and the 4 highest volume intersections 
lg wW ay Khdeda/ /// AA A Al 144 - a P . 
o —20 YALL 4444 Wj, Gfpy having flashing beacons, it was possible to 
is « 4/4 Abs (// SA : 3 
for ws sae UY 00 select 2 groups of 4 intersections for which 
AA tt AA AAs ptt : 
BAGS ae the average daily volumes approximated 
Wid, QYGH 16,000 vehicles. 
ne bby Yj, 
the -40 y 227 OM The percentage change in accident and in- 
red Oh ti; Mpa jury rates was computed for these eight 
on- Wi intersections and for all four-leg undivided 
tO} 
ter- — intersections (table3). It is seen that instal- 
-60 lation of stop-and-go signals resulted in a 











Figure 1.—Percentage change in the number of accidents, injuries, and fatalities after Sbstantial increase in the accident rate and 
installation of traffic signals. a somewhat smaller increase in the injury 
rate. Flashing beacons, however, brought 


































































































sig ities also decreased after installing either decrease in the number of accidents remained about a slight decline in the accident rate and 
nts type of signal, but no definite conclusions fairly constant for the 50 intersections re a substantial decline in the injury rate. The 
po should be drawn from this experience be- ported in table 1, regardless of the type of | pattern is the same whether the 8 intersec- 
rere cause of the limited sample. intersection studied, but for the 25 intersec tions or all 22 intersections are compared. 
‘ent After stop-and-go signals were installed, tions reported in table 2 the percentage de In a further attempt to determine the effect 
the number of persons injured remained crease became progressively greater with of traffic volumes on accident rates, the stop- 
ot fairly constant at three-leg intersections ; in- intersection complexity. For stop-and-go sig- and-go controlled intersections and those with 
in creased slightly at four-leg undivided inter- nal installations, the relative changes in the flashing beacons were each divided into two 
leg sections; decreased moderately at four-leg number of accidents followed a similar trend groups: intersections with traffic volumes be- 
2) divided intersections; and decreased substan- in both tables 1 and 2. Whether the traffic low the average for the group and those above | 
wed tially at five- and six-leg and other complex volume factor is considered or not, it is im- the average (table 4). Averages for the two 
on- types of intersections. This trend was quite mediately evident that stop-and-go signals groups were 20,200 ADT for stop-and-go : 
um- similar to that found for the number of ac- are very effective in reducing accidents at the signals, and 8,000 ADT for flashing beacons. ' 
cidents. At flashing beacon installations most complex types of intersections, At stop-and-go controlled intersections, the 
na there was a general decrease in the number +80 
ring of persons injured at all types of intersec- “Mth, 
ter- tions, but no definite pattern was evident. 
ter- The data developed in this study indicate 
ils, that stop-and-go signals are less effective 
no from the safety standpoint at simple types +60 U///) 
Pour of intersections, but for the more complex Uy, Y) 
types they may be desirable. It appears that 04 3-LEG / Y 
ight greater consideration should be given to the é = Ui 
Ons use of flashing beacons at three- and four-leg +40 3 Uy 
nals intersections where some type of signal is “ns Uy 
ital- required. 4y GY 4-LEG ' 
* GY GY UNDIVIDED 
oO é A / 
Aecident Exposure Considered < +20 GY UY | 
— rs} V/// V///, 
Up to this point exposure to accidents at  w A V7 Vij 4-LEG 5.6-LEG | 
the various intersections has not been con- nate GY DIVIDED 
: , s > V7) 4 & OTHER 
sidered. At 38 intersections where traffic Yj Vi) 7, TYPES 
Volume data were collected, it was found that 4 0 iY OH y 777 Y B24 
Volumes inereased 11.1 percent after install- a Yh AES aa ¥ 429 
ing stop-and-go controls and 11.5 percent oon ay $449 Be YY 
after installing flashing beacons. These per- v Co a WA y 227 Ge 
celiige inereases applied generally to the -20 Fey — L206 YG 
different types of intersections studied. SE BR GY 0 
\ccident, injury, and fatality rates based ~- G L727 
on 100 million vehicles entering the intersec- G4 SE 
tions are shown in table 2. In general, the -40 GY 
trends observed in table 2 for the 38 intersec- Up 
tio: after considering the rate of exposure 
to accidents, were similar to those shown in 
ae table 1 for all 89 intersections. There is one -~60 
vp Yor ienaccihnta sina Poa ae Figure 2.—Percentage change in the number of accidents, by type of intersection, after 
’ i installation of traffic signals. 
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Table 2.—Number of accidents, injuries, and fatalities per 100 million vehicles entering before and after traffic signal installations at 





| 
| 
Num- | Average 
ber of | daily Type of intersection | 
inter- | traffic | 
poorer 
| | | 
2 11, 800 3-leg_ 
5 | 6,700 | 3-leg. 
| | 
7 | 20,000 f-leg, undivided 
15 | 8,200 4-leg, undivided | 


3 | 27,200 | 4-leg, divided. : 
7, 800 4-leg, divided | 
e | 


| 
1 | 16, 900 §- and 6-leg and other types 
Z. 


3 | OY, 000 ind 6-leg and other types_---- ea 
13. | +20,200 | All types 
25 8, OOO All types 























8 
intersections 
| Number of accidents per 100 million | Number of injuries per 100 million Number of fatalities per 100 million 
vehicles entering intersections vehicles entering intersections vehicles entering intersections 
am —il— ) a = 
| After installation of— After installation of— | After installation of— 
ee Cl se al ee oy ant Aa = 
signal | | j | signal | | signal | -= | 
instal- | Stop- | Flash- Percent- | instal- Stop- Flash- Percent- | instal- Stop- | Flash- | Percent 
lation | and-go ing age | lation and-go ing | age lation and-go ing age 
| signal beacon change signal | beacon change signal beacon | change! 
a thie: th : e - _ | the tesla eee st Ree SAS, SOE. es 
172 297 ae 73 179 116 —35 20.7 | 0 {nee eee 
190 ’ 178 || =-6 | 108 4 -13 | 63 meek 5.6 ; 
130 «=| «(199 ahd 53 | 62 76 2 | oe | 1s | 
172 ‘ ‘ 150 | —13 | 134 : 74 —45 | 22.6 | 6.1 | a 
| 
| | 
135 14 ~i—_- | 118 29 —75 | 28 | O 
373 ‘ 290 | —22 280 ~ 157 —44 0 | 24.1 7 
| 
412 } 129 mame | “ae | Gia 81 ; 83 | 29.4 16. 1 ae Ny eee 
188 a 101 —46 | 150 92 39 | 19.8 eee se 
153 182 a 19 | 117 iy cee —43 So | 25 | -...-- —75 
193 . 160 | -17 | 148 eeeoee i 87 —39 ne. ft ~. 7.7 - 








1 Too few{data to compute percentage change for the different types of intersections, 


increased 32 

with 
volumes, and decreased 2 
with 
A similar comparison for flashing beacon in- 


accident rate 
8 intersections 


percent at the 
below-average traffic 
the 5 
volumes. 


percent at 
intersections above-average 
stallations showed a 22-percent decrease in 
the accident rate for 17 intersections having 
below-average traffic volumes and a 10-percent 
decrease for the 8 intersections with above- 
average volumes. Injury rates followed a 
declining trend, irrespective of traffic volumes 
or type of signal. Accident data reported in 
table 4 indicate that flashing beacons should 
be employed at low traffic volume intersec- 
tions and stop-and-go signals at high volume 
intersections. 


Traffic Signals Affect Types of 


Collisions 


Types of collisions and the percentage 
change before and after installing stop-and-go 
signals and flashing beacons are reported in 
table 5 and illustrated in figure 3. Following 
installation of stop-and-go signals at 39 inter- 
sections, 38 types of collisions increased sub- 
stantially: Rear-end collisions increased 200 
percent ; head-on collisions, 157 percent; and 
side-swipe collisions, 74 percent. Only angle 
collisions and other miscellaneous accidents 
showed a decrease. The 50 intersections with 
flashing beacons presented an entirely differ- 
ent picture. All types of collisions declined, 
ranging from 18 percent for rear-end collisions 
to 32 percent for the head-on type. 

In the before period, angle collisions were 
dominant, but after installing stop-and-go sig- 
nals, rear-end ranked highest. 
However, after flashing beacons were in- 
stalled, angle collisions still predominated, 
but there was a 29-percent decline in the 
number. 

Since stop-and-go signals tend to reduce 
it follows that where this 
type of accident is a substantial percentage of 
the total, stop-and-go signals are more likely 
to be effective. Traffic engineers in the past 
have used this criteria in deciding whether 
a traffic control signal should be installed at 
a particular intersection. 


collisions 


angle collisions, 
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Light and Weather Conditions 


Table 6 shows that after stop-and-go sig- 
nals were installed, the number of accidents 
increased regardless of light or weather con- 
ditions, with the greatest increase occurring 
during periods of inclement weather. During 
daylight hours, such accidents increased 126 
percent as compared with an increase of only 
32 percent for all-weather conditions. Simi- 
larly, accidents occurring at night during in- 
clement weather increased 41 percent, as 
compared with an increase of only 11 percent 
for all-weather conditions. 

With flashing beacons, the number of ac- 
cidents decreased under all-weather condi- 
tions, both day and night. During daylight 
hours and inclement weather, the number 
decreased 20 percent as compared with an 
identical decrease for all-weather conditions. 


At night and during inclement weather, the 
number of accidents decreased 16 percent or 
about half as much as during all-weather 
conditions. 

These comparisons point to the accident re- 
duction benefit that can result from convert- 
ing stop-and-go signals to flashing signals 
during inclement weather. More considera- 
tion should be given to this type of operation 
where signal controls are flexible enough to 
permit the conversion. 


Established Policy on Traffic Control 
Devices 


The Manual on Uniform Traffic Control 
Devices for Streets and Highways®* provides 
that the total vehicular volume entering an 





2Published by the Public Roads Administration, 
Washington, 1948 (also 1954 revisions supplement). 


Table 3.—Percentage change in the number of accidents and injuries per 100 million 


vehicles entering 


after installing traffic signals at 4-leg undivided intersections 








Percentage chang 
| after installing 
Average } signal 
Comparison daily Type of signal installed - 
traffic | 
| Accident | Injuw 
rate | rate 
eee ee te et I ie im 
4 intersections with lowest ADT _- 15,800 | Stop-and-go ; | 81 §2 
4 intersections with highest ADT 16,600 | Flashing beacon = wee —7 — fit 
All 7 intersections. _____-._--- oe | 20,000 | Stop-and-go ee eee oe ee eee ; 53 2 
All 15 intersections = | 8, 200 | Piashing heacon......-..-......<- —13 —4 











Table 4.—Number of accidents and injuries per 100 million vehicles entering before and 
after traffic signal installations at 38 intersections, grouped according to below average 


and above average daily traffic volumes 











Number of accidents per 100 million | Number of injuries per 100 millior | 
vehicles entering intersections | vehicles entering intersections 
Num- | a i rarE i at. hie Reba Rae peace 
ber of Average daily traffic After installation of— | After installation of 
inter- Before | Cs | Before a ae 
sections signal | | | signal | | | 
instal- Stop- | Flash- | Percent- instal- | Stop- Flash- | Perce 
| lation | and-go ing age lation | and-go ing age 
| signal beacon change | | signal | beacon char 
= ‘aaa —<_—_ —__ |__| — es eee ee 
8 Below 20,200__.__-- 172 | 227 a. 32 151 95 
5 | Above 20,2000....--.| 131 | 129 —2 | 77 34 : - 
| | | | 
17 | Below 8,000 FI aa 285 | 223 —22 | I Cae ae 126 —3 
8 Above 8,000 ____- 25 112 —10 |} 98 wad 56 —4 
3 | 20,200- - - — 153 | 182 19 | 117 67 cee =f 
25 8,000 ‘i 193 160 —17 | 143 | | 87 | =—3 
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Table 5.—Number of accidents, by type of collision, before and after traffic signal installa- 
tions at 89 intersections 














































































































Accidents | Accidents | Accidents | Accidents 
before after Percent- before after Percent- 
Manner of collision signal installing age signal installing age 
installa- stop-and- | change installa- flashing | change 
tion go signal tion | beacon | 
Se ee ee ee ee ieniatecaisiets, ‘ial ae Bice tns G | 
Rear-end_________- Se Wee E ac 96 28 200 || = 83 68 18 
Head-O8.. ......0-. ie ee ete 23 59 157 || 37 25 32 
Side-swipe_ -_- RE . 38 66 74 65 49 25 
pS ee 5 7 259 | 128 —51 | 175 124 | 29 
ES a somteme e 46 28 —39 i} 42 | 33 1 21 
TTT CON a nicely anniv 462 | 569 23 402 | 299 | =—26 
1 Percentage change is not statistically significant. 
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Figure 3.—Percentage change in the number of accidents, by type of collision, after instal- 





lation of traffic signals. 


intersection from all approaches must exceed 
750 vehicles per hour for each of 8 hours of 
an average day in urban areas and 500 ve- 
hicles per hour for each of 8 hours of an 
average day in rural areas in order to justify 
stop-and-go signals. An equivalent 24-hour 
traffie volume to satisfy these conditions 
would probably be about 15,000 vehicles per 
day in urban areas and 10,000 vehicles per 
day in rural areas. 

Table 4 shows that stop-and-go signals in- 
Stalled at these volumes have resulted in an 
increase in accident rates. Table 3 shows this 
even more strikingly for four-leg undivided 
highways. The 4 lowest volume stop-and- 
g0 intersections with an average daily traffic 
Voluine of 15,800 vehicles showed an increase 
of Si percent in the accident rate after the 
Signals were installed. The injury rate also 
increased. By way of contrast, both tables 
show that installation of flashing devices at 
these low volumes resulted in decreases in 
both accident and injury rates. It seems 
apparent, therefore, that consideration should 
be given to greater use of flashing beacons 
at intersections that barely qualify for stop- 
and <o signals according to provisions of the 
Mantal. The manual does state that stop- 
and so signals should be operated as flashing 
red ad flashing yellow signals for the side 
Stre’! and main street, respectively, if the 
traf! volume falls below 50 percent of the 
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required minimums during two or more con- 
secutive hours of the day. The present study 
provides additional support for this policy. 
Throughout the article, the number of ac- 
cidents, injuries, and fatalities have been 
expressed as a percentage relation of the 
experience before and after installing stop- 
and-go signals or flashing beacons. In order 
to test statistically the significance of the 
percentage changes that have occurred 
through modification of a highway intersec- 
tion, two techniques have been developed by 
R. M. Michaels. His article titled Two Simple 
Techniques for Determining the Significance 


of Accident-Reducing Measures appears on 
pages 238-239 of this issue. 

In testing for significance, the investigator 
seeks to determine whether a _ percentage 
change of a given magnitude is great enough 
to be attributed to the change introduced 
(e.g., installation of a_ traffic signal) or 
whether it is due to chance. 

The two methods developed by Michaels, 
one labeled as a liberal test and the other as 
a conservative test, are based on the chi- 
square and the Poisson distributions. To 
make use of Michaels’ methods of evaluation, 
the reader should refer to figure 1 on page 
238. The percentage changes in the number 
of accidents, injuries, and fatalities reported 
in the tables of this article may be compared 
with the two curves shown in figure 1 of 
Michaels’ article. In doing so, it will be ob- 
served that the relative changes reported in 
the tables for frequencies of accidents and 
injuries are, for the most part, statistically 
significant, based on a 5-pereent probability 
level. In effect, this means that a percentage 
reduction in accidents of a given magnitude 
could not have occurred by chance more than 
once in 20 times. Percentage changes that 
are not considered statistically significant by 
either test are footnoted in the tables. 


Recommendations 


While more precise and complete informa- 
tion is needed to determine the conditions 
under which stop-and-go signals or flashing 
beacons may be most effective, the data pre- 
sented here indicate that more widespread 
use of flashing beacons would be desirable at 
the simpler types of intersections. 

A general and large-scale study of the 
relation between various design features of 
intersections and accidents should be under- 
taken to determine what type of traffic con- 
trol device should be employed at a given 
intersection that would not only aid the move- 
ment of traffic but also provide maximum 
safety. 

Flashing signal operation of certain stop- 
and-go signals during inclement weather 
seems to offer a possible method for reducing 
accidents. In determining when such signal 
operation should be used, the intersection 
accident and capacity factors should be fully 
considered. 


Table 6.—Number of accidents, according to light and weather conditions, before and 
after traffic signal installations at 89 intersections 














| 
Accidents Accidents | Accidents | Accidents | 
before after | Percent- before — | after Percent- 
Light and weather conditions signal | installing | age | signal installing | age 
installa- stop-and- | change || installa- flashing | change 
tion go signal | tion beacon 
Daytime: | 
Clear. - --. 171 186 19 132 110 |} —17 
Cloudy 5Q Rg] 37 BQ 3 | —% 
Rain, snow, or fog 39 RR 126; 45 36 | 199 
All conditions ?__ _- 269 355 32 235 | 189 — 2) 
Nighttime: = - ~ -|- 
Clear... 104 106 2 l 635 | 1 
Cloudy 51 55 18 34 | 15 | —56 
Rain, snow, or fog__.- 34 48 41 32 27 ee 
All conditions ?_ 189 209 1 7 105 33 
1 Percentage change is not statistically significant 
2 The number of accidents in this table are slightly less than those given in other tables because light and weather con- 
ditions were not known in every case. 
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Two Simple Techniques for Determining the 


Nignificance of Accident-Reducing Measures 


BY THE DIVISION OF TRAFFIC OPERATIONS 


BUREAU OF PUBLIC ROADS 


TTHENEVER an attempt is made to re- 
duce accidents on a section of highway 
through modification of some of the acci- 
dent-producing features, the question arises 
as to whether an observed reduction is due to 
anything more than chance alone. The most 
common approach to evaluation los been to 
high 
ways where a large number of accidents have 
Then after 


tions in aecidents are 


sections of 


institute improvements on 


occurred. modification, reduc 
reported as a percent 
age relationship of the before and after ex 
perience. At this point it must be determined 
whether the observed percentage reduction is 
great enough to be ascribed to the change in- 
troduced or whether it is due to chance fae 
tors. An attempt is made in this article to 
describe two simple relations that are avail- 
able for determining the significance of a per- 


centage reduction in aecidents. 


Accident Study Requirements 


In order to make a comparison on a be- 
fore-and-after one must be certain 
that the two study periods are reasonably 
comparable. 


basis, 


The following factors must be 


considered in the evaluation: (1) Some 


measure of vehicle-miles is needed for both 


equate accident exposure; (2) the traffic vol 
umes for each of the two periods should be 
approximately the same, for marked differ- 
ences in volumes will affect the accident ex- 


> 


perience;* (3) the composition of the traffic 


on the study section should be unchanged 
during each of the two periods as this, too, 
may influence accident experience; and (4) 
since the fatal accident rate has consistently 
tended to decrease over the years, the acci- 
dent totals in the after period should be cor- 
rected for any existing trends. 

The accident figure 
should be the total 
type, either fatality, injury, or property dam- 


age. The total number of 


used for analysis 


number of accidents by 


fatalities or the 
total number of injuries should not be used 
whenever the number of accidents is less than 
oO” The restriction in considering accidents 

1The Interstate Highway Accident Study, by 
Morton S. Raff. Pusiic RoOAps, vol. 27, No. 8, 
June 1953; also Highway Research Board Bulletin 
74, 1955, pp. 18—45. 

? Although the selection of a sample size of 50 is 
arbitrary, it should generally minimize any bias 
that might be imposed by the rare accident in 
which a large number of fatalities or injuries oc 
curred. The probability of more than five deaths 
or injuries occurring in a single accident is very 
low. Consequently, with a sample size of 50 or 
more, these single cases will inflate the accident 


Reported by RICHARD M. MICHAELS, 
Research Psychologist 


by type retlects the fact that the number of 
deaths or injuries will usually be determined 
by factors peculiar to the individual accident. 
Thus, the number of occupants of the vehicle, 
its speed, or the geometry of collision may be 
the variables that determine the number of 
‘asualties. These are usually independent of 


the highway and any modification made 


thereon, Therefore, analyzing the frequency 
of accidents by type should yield a more pre- 
effects of 


‘ise measure of the highway 


modifications. 


ipplication of Poisson Distribution 


Accidents are rare events in time, distance, 


or among individuals. For example, the 
probability of a fatal accident is only about 
» Chances in 100 million miles of driving. 
The same low probability exists whether the 
reference is thousands of vehicles or fre- 
among a_ group of 
An applicable statistical model is the 
Poisson distribution which is an approxima- 


tion to the binomial density function when 


quencies of accidents 


people. 


the probability of the event is low and the 
population in which it occurs is large. 
In general, the assumptions of the Poisson 


distribution are met in most accident situa- 




















































the before and after periods in order to frequency rarely more than 10 percent. tions. Several studies have shown that this 
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Figure 1.—Curves for determining the statistical significance of accident-reducing techniques. 
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model fits traffic accident data very well. 


Therefore, one way to approach the problem 
of determining the significance of a percentage 
reduction in accidents is to assume that the 
observed data are a sample from a Poisson 
distribution. 

If the before time period accident frequency 
is used as the expected value of the Poisson 
distribution, then it is possible to determine 
the percentage decrease in accidents that is 
statistically significant. Given the number of 
accidents before modification, the solution of 
the Poisson distribution leads to curve 1 
which is illustrated in figure 1. The curve 
shows the percentage reduction in accidents 
that can be attributed to something more than 
chance. To illustrate the application of figure 
1, assume that 40 accidents occurred on a 
given section of highway before modification. 
Reading from the graph (curve 1), it is ob- 
served that a 26-percent reduction in the num- 
ber of accidents would indicate a significant 
change at a 5-percent probability level. Thus, 
a reduction in accidents due to chance would 
occur only once in 20. 

Curve 1 is a liberal estimate of significance, 
and it must be interpreted carefully. The 
number of accidents in the before time period 
is assumed to be the true mean of the Poisson 
distribution. Since the number of accidents 
varies from year to year, taking any one year 
as the expected value of the population is 
arbitrary. Consequently this estimate of the 
mean may be in considerable error. It is 
especinily suspect when the number of acci- 
dents in the before time period is abnormally 
high or low. Averaging over several com- 
parable years is probably the best com- 
promise. Within this limitation the test re- 
quires the smallest percentage reduction for 
obtaining statistical significance. 


Application of Chi-Square Test 


In order to make a more conservative esti- 
mate, an alternative is the chi-square test. 
By using this test it is possible to determine 
whether the two samples differ significantly ; 
that is, whether the number of accidents oc- 
curring after corrective measures are insti- 
tuted is reliably less than the number before. 
Curve 2 in figure 1 shows the percentage re- 
duction in accidents that is significant as a 
function of the number of accidents occurring 
before improvements are made. The test as- 
sumes that the highway sections remain the 
same or can be adequately corrected from 
yerr to vear. 


‘oisson and Traffic, by Daniel L. Gerlough and 
André Schuhl. Eno Foundation for Highway Traf- 
he Control, Saugatuck, Conn., 1955, 75 pp. 
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The two curves represent two limits which 
can be applied to determine whether there is 
a reliable reduction in accidents. Curve 1 
may be used to minimize the chance of call 
ing a reduction not significant when in fact it 
is, and curve 2 may be used to minimize the 
chance of calling a reduction significant when 
it is not. In general, curve 2 should be used 
where there is limited before data. If acci 
dent data for several years before modifica- 
tion are available, and show a variation of 
no more than 20 percent from year to year, 
they may be averaged. Then the after time 
period may be compared with this average 
and curve 1 used to determine whether the 
reduction is statistically significant. 


Testing for Significance 


In order to demonstrate the use of the 
curves, four examples from two studies have 
been selected. In one study, the effect of 
traffic control devices on accidents at dif 
ferent types of intersections was investigated.’ 
It was found that prior to installation of 
flashing beacons at five- and six-leg intersec 
tions, 19 accidents were recorded. After in 
stallation of flashing beacons, the number of 
accidents decreased 387 percent. Figure 1, 
curve 1, shows that for this size sample, it 
is reasonable to conclude that the flashing 
device did not significantly reduce accidents 
and the reduction could have been due to 
chance alone. 

At four-leg intersections on divided high 
Ways, it was found that after installation 
of flashing beacons the number of accidents 
were reduced from 50 to 35, or 30 percent. 
Reference to figure 1 shows that for a before 
value of 50 accidents, a 30-percent reduction 
is Significant according to the liberal test, but 
it is not according to the conservative test. 
Since only 1 year of before data is available, 
the conservative test is preferred. There 
fore, it is reasonable to conclude that the 
flashing device did not significantly reduce 
accidents at these intersections. 

One of the remaining two examples of ac- 
cident experience, selected from a second 
study,® indicated a significant reduction in 
accidents according to the liberal test, whereas 
the other example met the requirements of 
both tests. 

At an intersection of a four-lane divided 
highway and a two-lane highway, there was an 
average of 27 accidents over a 2-year period. 





4 Traffic Signals and Accidents in Michigan, by 
David Solomon. See pp. 234—237 of this issue. 

5 Reducing Accidents by Traffic Engineering. Vir- 
ginin Department of Highways, Richmond, 1957, 


31 pp. 


Most of these accidents were due to left-turn 
movements from the major to the minor 
highway. In an attempt to reduce accidents, 
u left-turn lane was added to the major 
highway and a left-turn arrow was added to 
the traffie signal. After these modifications 
there were 16 accidents per year, or a 41- 
percent reduction. Figure 1 shows that this 
is a significant reduction using the liberal 
test but not using the conservative test. 
Since the data are averages for 2 comparable 
vears, the liberal test is the logical one to 
use. On this basis it is reasonable to con- 
elude that the traffie engineering measures 
significantly reduced accidents at this 
intersection. 

At one point on a four-lane divided high- 
way, drivers had to negotiate a sharp curve. 
Over a 3-year period there was an average 
of 17 accidents per year. In an attempt to 
reduce accidents, highway lighting was added 
and also road-edge delineators. After the 
changes, there were 5 accidents per year, or 
a 70-percent reduction. With reference to 
figure 1, such a reduction is statistically sig- 
nificant by both tests. Therefore, it is rea- 
sonable to conclude that the engineering 
changes did cause a statistically reliable re- 
duction in accidents. 


Statistical Limitations 


A word of caution is in order concerning 
the use of the curves. Both tests require 
fulfillment of certain statistical assumptions 
to be wholly valid. There is no way to prove 
that these assumptions are met in any given 
field situation. Accident processes are not 
constant in time, and the factors influencing 
their change are poorly understood at best. 
Furthermore, there is never good control over 
all the variables influencing changes in acci- 
dent incidence. Populations of drivers 
change, as do populations of vehicles. In 
addition, several accident reduction measures 
are always operating, e.g., enforcement and 
education. It is therefore rarely possible to 
eliminate the influence of all such forces and 
ascribe an observed reduction unequivocally 
to some single specific measure. 

The curves shown may be used as an esti- 
mate of the percentage reduction in accidents 
that is required to achieve statistical sig- 
nificance. In using these curves the limita- 
tions inherent in any field study should be 
recognized. Where techniques or measures 
do appear to show a significant influence on 
accident incidence, a more intensive evalua- 
tion of them may be required. This can and 
should be done with emphasis given to care- 
ful control and more precise measurements. 
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Estimated Travel by Motor Vehicles 
in the United States, 1957 


BY THE DIVISION OF HIGHWAY PLANNING 
BUREAU OF PUBLIC ROADS 


Reported by ALEXANDER FRENCH, 
Highway Research Engineer 


Table 1.—Estimate of motor-vehicle travel in the United States, by vehicle types, in the 


PVE average motor vehicle traveled 9,571 
I miles in 1957, almost one-half of it in 
cities, and averaged 12.47 miles per gallon of 
fuel. Total motor-vehicle travel in 1957 
amounted to 647 billion vehicle-miles. For 
1958 the total is estimated at 665 billion, and 
nearly 700 billion is forecast for 1959. 

Of the 1957 travel, 40 percent was on main 
rural roads, which constitute 16 percent of the 
Nation’s 3.4 million miles of roads and streets. 
Another 46 percent of the travel was on urban 
streets, which include only 11 percent of the 
total mileage. Local rural roads, comprising 
73 percent of all mileage, carried 14 percent 
of the travel. 

*assenger Cars represented 83 percent of 
the vehicles and performed 82 percent of the 
travel in 1957. The average passenger car 
traveled 9,391 miles and consumed 652 gallons 


of fuel at a rate of 14.40 miles per gallon. 
Trucks and combinations accounted for 16 


percent of the vehicles and 17 percent of the 
travel. The average truck or combination 
traveled 10,328 miles, but consumed twice as 
much fuel as the average passenger car, 1,302 
gallons, at a rate of 7.98 miles per gallon. 
Buses accounted for the remaining 1 percent 
of the vehicles and 1 percent of the travel. 


Travel Estimate Procedures 


The travel data in table 1 are based on 
comprehensive studies made by the States in 
connection with the highway cost allocation 
study undertaken by the Bureau of Public 
Roads.’ In that study, travel in municipali- 
ties of less than 5,000 population is included 
with rural travel, inaccordance with the rural- 
urban classification of the Federal-aid sys- 
tems. In table 1, however, all municipal 
travel is shown as urban. This is in accord- 
ance with the motor-vehicle travel data that 
have been published annually by the Bureau 
of Public Roads for a number of years.’ 
During 1957, more than 365,000 traffic 
volume counts of 16 hours’ duration or longer 
were obtained either manually or with ma- 
chines of various types. Permanently located 
counters are operated continuously at more 
than 1,500 locations throughout the United 





1Third Progresa Report of the Highway Cost 
Allocation Study, H. Doc. 91, 86th Cong., 1st sess., 
1959 

?See previous articles in Pustic ROADS maga- 
zine: the most recent article, for 1956, appears in 
vol. 29, No. 11, December 1957. 
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calendar year 1957 
, | 
Motor-vehicle travel Motor-fuel 
Num- | Aver- | consumption | Averag 
ae Oe ee en ene a. i | peor | ae jt eee 
Vehicle type 4 vehi- | travel per 
Main | Local Total | : cles per | Aver- | gallon 
rural | rural rural | Urban Total regis- | vehicle} Total | age per| of fuel 
| road | road travel | travel travel | tered | vehicle |consumed 
travel | travel | | 
Million | Million | Million | Million | Million | 
vehicle- | vehicle- | vehicle- | vehicle vehicle- | Thou- | Million | | Miles 
miles miles miles | miles miles sands Miles | gallons | Gallons gal. 
Passenger Cars | 203,542 | 71,492 | 275,034 | 254,371 | 529,405 | 56,375 9, 391 36, 769 | 652 14. 40 
Buses: 
Commercial 942 156 1,098 | 1,943 | 3, 041 85 | 35, 776 641 7, 541 4.74 
School and nonrev- | | | 
enue... 552 551 1,103 |} 249 1, 352 | 179 | 7,553 | 184 | 1,028 |} 7. 35 
All buses 1, 494 707 2, 201 2, 192 4, 393 | 264 | 16,640 | 825 3, 125 5. 32 
j | | | 
All passenger vehicles__| 205,036 | 72,199 | 277,235 | 256,563 | 533,798 56,639 | 9,425 | 37,594 | 664 14. 20 
| 
la . | } 
Trucks and combina- | | | 
a SEK SS 54, 960 18, 110 73, 070 40, 136 | 113, 206 | 10,961 10, 328 14, 271 1, 302 | 7.93 
| 
All motor vehicles 259, 996 90, 309 | 350,305 | 296, 699 647,004 | 67, 600 9, 571 | o1, 865 767 12 47 
| | 
1 Includes taxicabs, motorcycles, and light trailer combinations pulled by passenger cars. 
States. The continuous counts, when prop- overestimated. While the 1957 figure of 


erly grouped and related to road sections 
having similar traffic characteristics, provided 
factors by which 24- or 48-hour counts were 
used to calculate the average traffic for the 
year. 

Traffic counts in which the numbers of ve- 
hicles of each type are determined or classi- 
fications as they are called, 
obtained manually since no machine has yet 
been developed to obtain such 
economically. To calculate reliable values 
for annual travel, observations were made 
during all seasons of the year, at all hours of 
the day, and on all days of the week. Ap- 
proximately 28,700 classification counts were 
obtained during 1957, making it possible to 
compute the annual vehicle-miles of travel for 


counts, were 


information 


each visual class of vehicle. These estimates 
were prepared by the States and supplied to 
the Bureau of Public Roads. 

The 
broader, 


new studies have made possible a 
more reliable base for travel esti- 
However, the total travel of 647,004 
million vehicle-miles, calculated from the new 
was very the total 
travel determined from the former trend pro- 


cedures, being only 0.7 percent higher. 


mates. 


estimate base, close to 


Significance of New Estimate Base 


The new estimates indicate that the propor- 
tion of truck travel as well as the proportion 
of travel on local rural roads was previously 


113,206 million vehicle-miles for all trucks and 
combinations is 2.5 percent below the 116,100 
million vehicle-miles reported for 1956, the 
new trend data indicate that there 
actually an increase of 1 to 2 percent. Sim 
ilarly, 1957 estimates show that local 
roads carried 5 percent less traffic than was 
reported in previous years, and main rural 
roads and urban streets carried larger per- 
centages; but from the new trend data it ap- 
pears that increases in travel of 2 percent or 
more occurred on each of the three classes 
of roads and streets. 

Values for fuel consumption by vehicle type 
have been recalculated on the 
formation developed for the Highway Cost 
Allocation Study, adjusted to 1957, and pub- 
lished registration data? As a result, the 
average travel per gallon of fuel consumed 
for some vehicle types is slightly different 
from earlier 1957 published estimates. The 
new figures indicate a lower value of 7.35 
miles per gallon for schoolbuses. The fact 
that this value is less than that for trucks and 
combinations is probably due to the stop-:nd- 
go driving characteristics of 
The comparatively high mileage per gallon of 
fuel for trucks and combinations is due to the 
fact that panel and pickup trucks account for 
nearly half of all travel by trucks and « 
binations. 


was 


*) +] 
rural 


basis of in- 


schoolbuses. 
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